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Prescott’s Safety-Valve. 





The illustrations herewith represent a very neat and compact 
arrangement of a “‘ lock-up” safety-valve which bas been suc- 
cessfully applied to locomotives on a number of roads. Fig. 1 


is an elevation and fig. 2 a section. The eeat of the valve is | 


spherical, so that it is more sure to remain steam-tight than if 
made conical. The spring is set for any desired pressure by 
the cap A, fig.2. A casing is screwed on over this, which is 
secured by @ clamp, shown-in fig. 1. This clamp is fastened 
by screw bolts which have holes drilled in the heads. Through 
these holes a twisted wire is passed and secured by a lead seal, 
thus preventing the removal of the casing andany interference 
with the cap A, and consequently with the pressure on the 
spring. 

Messrs. Post & Kalkman, of No. 111 Liberty street, New 
York, are the agents for this valve, and may be addressed for 
further information. 





Why the Philadelphia & Erie Railroad is Not 
Profitable. 





There have been of late charges that the Philadelphia & Erie 
Railroad would have earned dividends on its stock but for 


| To THE Eprror oF THE RAILROAD GAZETTE : 


Sontributions. 





The Fall of the Iron Bridge at Carondelet. 





It is usually considered that engineers learn more from a fail- 
ure than from successful works, and it is hoped that the fol- 


sissippi: this rapid fall and the grinding action of the ice 
cakes caused the river to scour,) On January 3, the condition 


*| of the north abutment was so shaky that trains were held in 


the morning ; the abutment having leaned south till it had 
left the stem several inches. Toward 4 p. m. the motion was 
visible by impulses communicated to the bridge, the northerly 
trestle bent had washed out, and after a while, the abutment 





lowing account of the destruction of the iron ‘ridge over the 


River des Peres may be of some service, at least as a warning, 
if in no other way. 

In the year 1865, the St. Louis & Iron Mountain Railroad put 
up over the River des Péres a single-track iron bridge of the 
** Jones” variety—a Howe truss in which cast iron replaced 








wood in compression, and a wrought-iron lower chord was 
| used. This bridge was of 150 feet span, and was placed directly 
| upon cast-iron bearing platés at the north end, and-upon roll- 


having leaned so far forward. the heel black alinne1 off on th 





| back side and the end of the bridge feli a distance vi twbree or 
| four inches before striking the wrought-iron lower chord. 
This shock was too much for the cast-iron struts; one of the 
| end braces broke, and in a couple of seconds the entire bridge 
| was lying a perfect wreck below. 

| Tbe north abutment, being free to move, soon fell over on 
| top of the bridge, and the stem broke in two, a large portion 
| falling on top of the wreck of the abutment. A trestle bridge 


mismanagement on the part of the lesser, the Pennsylvania ' ers at the south end. There was no wooden “ bolster timber,” was immediately constructed west of the wreck, and the work 


Riilroad Company. In the report of 
that company the following reference is 
made to the matter : 

In working this railway it early be> 
came apparent that the continuance o 
the old lease, which exacted 30 per cent. 
of the receipts without regard to the 
rates of freight that could be pr cred, 
must result in the adoption of cer zes 
by the lesses that wo id render a vy par- 
tii ation in the lake trade at Erie, cr 
through traffic from west of the moun- 
tains, impossible. For such business 
the New York & Erie Rai!road Come 
pany, the chief competitor of tbis line, 
charged rates that yielded it little cr no 
profit, and the lessee consequently had 
no other resort but to mcet th's co npe- 
{i ion, or abandon the tbr ugh traffic, 
aud rely upon the local business of the 
line tor its support, at rates of freight 
which would leave a sufficient margin 
for profit on its transportation, to meet 
the terms of the lease. tre 

Before adopting the policy here indi- 
cated, which appeared to be opposed to 
the interest and expectations of the 
public, the question of a modification 
of the lease, to meet the difficulty thus 
developed by the character of the traffic 
of the line, was brought betore the 
shareholders of the Philadelphia & Erie 
Railroad Company, who with great 
unanimity confirmed the alterations 
proposed. Under the modified terms, 
the lessee agreed to work the line at 
cost, giving to the shareholders what- 
ever profit the enterprise might dev: lop. 

This change in the lease has per- 
mitted the Pennsylvania Railroad Com- 
pany to develop the resources of the 
country traversed, meet the interest 
upon its bonded indebtedness, and preserve the property to 
the sharehoiders, that they may be able to reap from their in- 
vestment whatever advantage the future has in store for them, 
from>an increase in the population and wealth of the country 
traversed or that may become tributary to the line, 

Before the lease was entered into; the shares of the Philadel- 

hia & Erie Railrodd Company had only a nominal value, being 
freely offered at five per cent. of par. They are now marketable 
at over fifty per cent. (an increase of a thousand per cent.), 
ciearly demonstrating that the lease has not had, as repre- 
sented, a depressing influence upon the stock of the company. 

The lease of this line was only offered to the Pennsylvania 
Railroad Company after it had been declined by the officers of 
the Puiladelphia & Reading Railroad Company, and after all 
other means for raising the funds required to complete the 
work—that did not involve the sacrifice of the stock of the 
company—had failed. 

The failure of this enterprise to become at once profitable, is 
due firat, to its having been started with insufficient capital ; 
second, that it is located without reference to the capabilities 
of the country it was to traverse to yield a sufficient traffic tor 
its support. Instead of crossing the valuable coal deposits of 
the Allegheny Mountains it passed north of them, and in doing 
80 avoided also the still more important oil deposits of North- 
western Pennsylvania—the existence of which was then un- 
known—being influenced in the adoption of the present route 
by two insignificant local subscriptions ; thirdly, by comménc- 
ing and contiouing the work of construction at both ends, when 
the means of the company were insufficient for the execution of 
any considerable’ portion of either end—a — which has 
ruined many other extended enterprises, and by the temporary 
adoptiou of which by the Pennsylvania Railroad Company, the 
early success of that enterprise was jeopardized ; fourthly, 
from its financial sacrifices incurred to secure an early opening 
of its road, through which mainly its cost with a single track, 
has amounted to $75,744 per mile, while that of the Pennsyi- 
vania Railroad, with a double track throughout and a third 
track fora portion of the distance, traversing a vastly more 
rugged couutry, was but $71,992. 

n strong contrast with this policy, it may be stated that all 
financial sacrifices made during the construction of the Penn- 
sylvauia Railroad, as well as the interest that had been paid to 
shareholders and others uotil the railway was finished to Pitts- 
burgh, were charged directly to the expense account, until re- 
turned from the net revenues of the railway, instead of, as in 
the Philadelphia & Erie and many other cases, having been 
charged to the cost ot construction. 

The only way, it is believed, by which the stock of the Phila- 
delphia & Erie Railroad Company can be made more profitable 
is the employment of more capital to open up the resources of 
the country naturally tributary to it; this is now being done, 
and it is hoped will finaliy enable it to earn dividends to its 
shareholders, 3 7 A233 (sia UW. a5 ie th 








of clearing away begun. 


Fig. 1. Fig. 2. Subsequent excavation on the south 
a abutment developed the facts which fol- 
. Uy low. The abutment rested on a bed of 
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PRESCOTT’S SAFETY-VALVE. 


or bridge seat, but the castings rested upon the stone ot the 
abutments. The abutments were in fact only piers, to which 
the track was brought at each end of the bridge by a wooden 
trestle approach. 

The exact nature of the foundations of these abutments is 
an open question at present, as no plans have been preserved 
of this particular locality. Men have stated that the founda- 
tions were on piling, and that the piles were sixty feet lopg; 
as - subsequent soundings, pile-drivings, and excavations 
have shown a rock bottom at a depth of from fifteen to twenty 
feet, little reliance can be placed on their statements ; and. at 
any rate if any piling was used, it was very light and the piles 
few and widely placed under the stream side of the piers. 
(Under the southern pier some few piles were found, but no 
excavation was made under the northern one). During the 
year 1872, cracks were observed in the masonry of the north 
abutment, and it was decided tv build a stem and wings at the 
back of it. A short stem was also built on the southern abut- 
ment. (See sketch in which these additions are dotted lines. ) 
» As the business of the company needed a double-track, it 
was decided during the fall of 1872 to replace this structure by 
a couple of stone arches with 54 feet span each, and 18 feet 
rise from springing lines, the estimated cost being $21,000. 
The plans for this work were all matured and some progress 
made in getting out stone for the abutments and spandrills, 
and in getting a coffer-dam in place for the pier between the 
two arches. 

There had also been placed a donble row of piles carrying 
atrestle bent under the second panel joint from each end 
of the bridge (see dotted lines), for the purposo of steadying 
the bridge and relieving the abutments, 

These piles were all driven 18 feet to hard bottom. 

The cold weather hindered this work till the 1st of January, 
1873, when a heavy rain caused a sudden freshet in the River 





des Péres, which in dry weather is scarcely more than a brook. 
On January 2, the ice broke up and the river rose about 12 
feet very rapidly. The ice came down in great cakes, and the 
bottom of the stream scoured very rapidly. (The entrance-of 
the River des Péres into the Mississippi is about 400 feet-be- 
low the bridge, and before the freshet the average bed of the 





stream was about five feet higher than‘ the surface of the Mis- | 





i hard blue clay, which was underlaid by 

: a stratum of quicksand of from one to 
Ui two feet in thickness, and that rested 
ak on another bed of blue clay. There 
ENN were a few piles placed at the edge of 

\ the pier, and no other foundation. On 

N the north side the masonry was proba- 
bly placed directly on the clay of the 
upper layer; the addition of the stem 
had squeezed out the quicksand more 
than ever, and after the river scoured 
down to the sand, or near it, the rest 
is easily understood. 

Some important facts were observed 
with regard to the broken castsiron 
struts. This iron was cast by Messrs, 
Shickle, Harrison & Co., of St. Louie, 
whose reputation in itself is a guaran- 
tee of their being of the best metal, 
and was of unusual strength, having 
been mixed especially for this purpose 
by Mr. Shickle, and submitted to very 
severe tests before being used. The 
strats were swelled in the middle, and 
also had a boss and pin-hole trans- 
versely. The metal therefore] was only 
hollow from the ends to this boss, and 
hence the casting made on the side, 
The moulds were of green sand. All 
of the cast-iron struts were broken, 
generally near the boss. At least half of the fractures. 
were unsound, having a ring of blow holes which must 
have deducted at least 40 per cent. of the area. This 
would confirm what is known of cast-iron columns cast on their 
sides, and should render us very cautious in the use of cast 
iron for bridge purposes. In fact, the use of this material can 
hardly be justified, except by taking very large factors ot 
safety. 

After this accident, owing to the immediate necessity for the 
business of the road, it was decided to put up two paralle 
wooden Howe truss spans, as they could be put in place much 
sooner than the stone arches. Cuas. A. Smrta, 








Putting in Frogs. 





i MEADVILLE, Pa., March 13, 1873. 
To Tae Eprror oF THE RamRoap GazeTTE: 

“M.N. R.,” of Carthage, Mo., proposes the following in 
number of March 8: Given frog angle No. 7=8° 12’, gauge 4 
feet 84 inches, throw 5 feet (inches meant ?), length of switch 
rail 24 feet; to find the frog distance and the radius of the 
turnout of the curve, main line being 5° curve and turnout on 
the inside. 


The frog angle of a 1-7 frog is 8° 9’, and taking the ground 
that all turnouts should commence at the heel of the switch 
and continue with regular curve, and not, as the custom of 
some is, to consider the switch rail a straight line and have an 
angle at heel of switch, the switch rail for a 1-7 frog or 8° 9’ 
frog angle should be only 19.6 feet in length. Now the radius. 
of the turnout curve for the above conditions, from straight 
line, is that of a 12° 19’ curve, viz., 466 feet. Now, the curve 
of line from which you wish to turn out being 5 degrees, all 
that is necessary is to add 5 degrees to 12°19'=17° 19’curve, 
radius corresponding. Suppose you wish to turn off on the 
outside, the curve would he 12° 19’—5°=7° 19’, and in both cases 
the distance from heel to point of frog and length of switch rail 
are the same. y 

And in general, the distance from the heel of switch to point 
of frog does not vary, but the-eurve itself and radius vary 
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according to the degree of curve of the line from which you 
turn out. ; 

Turn-out from straight line with 1-11 frog is 5° 02’ curve; 
turn-out from 5 curve on the one side is a straight line and on 
the other is a 10 degree curve. The distance from heel to 
head-block and from head-block to point of frog, or, if three- 
throw, to frogs and to crotch frog, remain the same in all 
cases, whether from straight lines or curves, the variations, as 
already remarked, only being practically in the curves them- 
selves. I would remark that a switch rail, in my observation, 
when thrown always assumes a curved shape, uoless the rail be 
of extraordinary weight and breadth. 

The answer to ‘‘ M. N. R.’s” problem, therefore, is the follow- 
ing : 17° 19° curve; radius, 332 feet; length of switch rail, 
19.6 feet ; distance from head-block to point of frog, 46.5_feet. 

c. L. 








Timber Piers for Wooden Bridges. 





To Tae Eprror oF THE RarLRoap GAZETTE : k 

On the 30th of March, 1872, you published an article of mine 
on “Timber Openings for Railroads,” showing several descrip- 
tions of boxes, bents and piles capped, with timber and iron 
bills necessary for a span of each. 

I will now supplement that article with another—on “Timber 
Piers for Bridges of Various Spans”—giving plans ior each» 
and such gencral descriptions as will explain them to an engi- 
neer. 

In many portions of our country where stone is not found in 
sufficient quality or quantity to justify its use in construction, 
and where the distance from the manufacturers of iron is too 
great to recommend its adoption, or the use of pneumatic piers 
filled with concrete, recourse must be had to timber piers, 
which, when properly constructed and of suitable material, 
have been found to answer all purposes. 

The first essential is, of course, a proper foundation ; and in 





tho alluvial formation of our river bottoms, where stone is too 
remote, or is of such disposition as to render it useless, piling is 
resorted to, making durable and substantial foundations. 

White oak, red cedar, black cypress or the best quality of pine 
ean be used, and should be sound, straight, of not less than 12 
inches in diameter at the butt and driven to-a firm bearing in 
the soil, or until a 1,600-lb hammer falling twenty feet fails to 
drive it more than half an inch for the last five successive 
blows. 

These piles should then be shouldered about one foot above the 
surface of the pit(or about two feet below the natural surface of 
the ground), and capped by sills of 12x12in., pine or white oak, 
and the pockets, or interstices, filled with broken-stone ballast, 
and the whole foundation secured against the action of the cur- 
rent by rip-rapping it about the sides and ends. 

If rock should be reached in driving these foundation piles, 
they should be shod with iron to penetrate the rock and to pre- 
vent splitting or slipping, and the presence of rock may be 
discovered by the sounding-rod of iron, which should be driven 
down at least 20 feet. 

The bearing capacity of foundation piles depending upon 
exterior frictional resistance has been estimated by Major San- 





ders, of the United States Engineers, by the formula 
HD 
Resistance — — 


H= weight of hammer, D = height of drop in inches, and 





No.2 


s = the set of the pile on last blow, also in inches; and, to ap- | 
ply this, we have: 
aera — 96,900 Ibs. = 48 tons 

But Major-General J. G. Barnard, in his ‘Report on the 
North Sea Canal, and on the Improvement in Navigation 
between Rotterdam and the Sea,” made to the Chief of Engi- 
neers of the United States Army, uses the following formula, 
which he styles simple and obvious : 
o.4 











gnt2 x 


“te “F+P 


P being the weight of the pile (and we will suppose it to be 700 | 24 inches wide, three-eighths inch thick, and 18 inches long, 
Iba., for an 18 feet cedar pile), and the equation will be: fastened by spikes four by one-half inch, one on each side of 
1.609 X 240 1,600 the post. The tenons on the posts are 4} inches high, and 2} 


ss x = = 89,040 Ibs. = 44% tons. 
6x3 ~*~ 1,600 + 700 a inches thick, and 7} inches long, while those on the piles 
4x2x7 inches. 


However, in his “‘ Manual of Engineering,” Professor Rankine 
advises thatin soft ground the limit of safe load is 200 pounds Where posts longer than 18 feet are required, cross-braces 
| are used to prevent flexure. 


per square inch, or, for a 12-inch pile, about 11 tons; and, as | 
usually driven and of average size, wo may set it down that 20 | The batter is 1—6 longitudinally with the pier, and 1—8 on 
| the ends. ° 


tons is a safe load. 
For bridges of spans under 80 feet, where the distanosbe-| No, 4 is the end-section and plan of a framed pier for a 150 


= 


Miit| 
Wy 
\\\ 
i \ 
































tween the surface of the ground and the grade line is less 
than twenty feet, Learing piles may be used, being 
capped, and, for all bents over ten feet in height, two 
sway braces being spiked on opposite sides of the piles, 
to prevent any lateral motion, and to stiffen the structure 
against cross strains. 

No. 1 is a plan and section of a single pile pier, of nine 
piles, for a truss beam of 30 feet span, which arrange- 
ment of the bearing piles is also suitable fora Howe truss 
of 50 feet span, by making the distance between the in- 
side piles 12 feet instead of 9 feet, and the length of the 
wall plate 21 feet instead of 18. 

The middle pile is used to carry the bearing of the | 
trestle approach, the stringers of which, being five feet 
apart, would come between the chords of the bridge on 
the pier. 

A five-eighth bolt fastens the bolsterto the wall-plate 
and cap-sill, while the caps are held by fins to tenons on the 

jiles. 
, No. 2 isa plan and sections of a pile pier of 13 piles for an 
80-feet span, the bearing piles being arranged as shown in 
the plan, and, when shouldered longer than 10 feet, stiffened 
by sway-braces of 3x 10 inches plank, spiked on opposite sides. 

No. 3 is a framed pier for an 80-feet span, resting upon 12 
foundation piles, disposed as shown in the plan, and 
shouldered about a foot above the bottom of the pit, which has 
been excavated to firm, solid material. 

The middle posts are fastened te the aub gill by iron straps. 


feet span, with 18 foundation-piles ; the arrangement of the 
posts as shown on the longitudinal section is the same as in 
No. 3, but three instead of two bents are used, the whole mado 
compact and substantial by cross-bracing about the middle. As 
in the other plans, the bolsters are bolted down to the wall- 
plate and cap sill, and all tenons are made secure by a pin of 
seasoned oak. 

The plumb-posts are also strapped down to the subsill and 
foundation-piles. 

No. 5 is a longitudinal section of a double-deck framed picr, 
for a 150 feet span, used in cases where the height is too great 
to allow of continuous posts, and, being the middle bent in the 
system of three, shows the cut-water projecting up stream, all 
resting upon foundation-piles, 19 in number, and being braced 
and bolted and fastened as in the other plans. 

The timber used in this framing should bo of sound white 
oak or yellow-heart pine, free from defects of all kinds, and 
generally 12 x 12in. cross section. 

The weight to be borne by the foundation piling in a pier is 
the sum of the dead weight of the pier and the bridge, with 
the live weight of a moving load, and can be computed by al- 
lowing for the weight of a moving load one ton per lineal foot 
of the bridge span, and allowing half a ton per lineal foot for 
the weight of the Howe truss bridge itself, then adding the 
weight of the pier by the actual dimensions, say 35 pounds per 
cubic foot for seasoned yellow pine (cedar being 32 lbs. 914 
white oak 43 ibs.). 

As ap example, we may take the pier of the 80 feet span, 
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which contains 400 lineal feet of: 12x12 inch yellow pine, weigh- 
ing seven tons, and one-half. the weight of. the 80 feet bridge 


_and its load would be 60 tons, in all 67 tons, to be supported by 


12 piles, capable of upholding at least 10 tons each, or double 
the load put on them. 

The capacity of these 12x12 inch posts to resist compression, 
or vertical strain along their axis, is, by Mr. Hodgkinson’s ex- 


‘periments, at least 500 Ibs. per square inch with 10 as the fac- 


tor of safety, when the length of the post is not over 30 feet ; so 
with 12 posts in each pier, we have a capacity of sustaining 432 
tons, or seven times the load that is necessary. 

These calculations are made with the idea that these two 
piers are ,end piers for a single span; yet if they were middle 
piers, with an 80-feet span on each side, the capacity of both 
foundation piles and posts is far greater than the necessity de- 
mands, even ‘using 10 as a factor of safety for both the dead 
and the live load, while the experiments of Mr. Fairbairn al- 
lowed in timber that five was a sufficient factor for dead loads. 

After framing these timber piers,.it has been recommended 
by practical bridge men (like Mr. Kendall, of the Union Pacific 
Railroad, now engaged in building the bridges on the Texas 
& Pacitic) to box up or sheathe the up-stream end and two 
sides of the pier, to prevent driftwood from being caught in 
the timbers and forming a dangerous impediment to the swift 
current of flood-water, as well as to stiffen the framing and pre- 
vent flexure in any direction. 

A cut-water is also added on the up-stream end of each pier 
to divide the current and driftor ice, and lessen the strain upon 
the pier of the volume of running water. 1 

When the foundation piling is always under water, beech, 
elm or sycamore may be used; but when exposed to alternate 
wetting and drying, oak, pine and cedar are preferable. 

When the timber in the pier is well seasoned and thoroughly 
dry, it may be protected from moisture by oil paint, coal tar or 
pitch, and from dry rot by a solution of particular metallic 
salts, such as copperas, corrosive sublimate, chloride of zinc or 
sulphate of comper. (See Prof. Rankine’s “ Manual of Engi- 
neering,” pages 437-453, and Prof. Mahan, pages 169-198.) 

The mineral paints of the Cape LaCroix Paint and Color 
Company, of St. Louis, have been used with favorable results, 
both to protect timber from any moisture and as a fire-proof 
paint, their pigments being ground in boiled linseed oil, and in 
some instances outlasting the white-lead colors. W. M. J. 

Datxas, Texas, February 20, 1873. 








Calculating Cross’Sections of Irregular Surface Line. 





To THE Eprror oF THE RAILROAD GAZETTE : 

In H. B. Allen’s article, in the Gazette of March 8, the area 
of the lower triangle to the right of the center was omitted, 
which, added to the area found, gives 414.5. This method is 
adapted to any surface and is very simple, but it is necessary to 
employ a diagram. The following method is equally correct 
and simple, and does nof require a diagram. Taking the same 
notes that were used in Mr. Allen’s article, omitting the division 
lines for triangles, we have the whole figure divided into trape- 
zoids, the parallel sides of which are the cuttings. 

To calculate the area, commence with the left, take the mean 
of the center cut and the next one to the left, and multiply by 
the distance between them, which gives the area of the first 
trapezoid to the left: proceed in the same manner with them 
all. The sum of these areas will be the area of the whole fig- 
ure; From the ar aof the whole figure subtract the area of 
the two triangles below the slope lines—the remainder will be 
the area of the cross-section. 

In this case we have: 


a xs 
9 X14 
10 x 16 


f = area of the whole figure = 712,75 
5b Xb 
19.5 xX 17.5) 
As 5 % .. = area of triangles = 297.75 
712.75 — 297.75 = 414.5 = area required. 

The dimensions of the figure can be taken from the field- 
book at a glance, and many of the operations can be performed 
in the mind. This method will, I think, sufficiently recom- 
mend itself to those who have never used it. 8. D. 

BEEBE Puan, Vt., March 15, 1873. 








Changing Point of Curve—“L. W.’s” Formula. 


Cutcaco, March 5, 1873. 
To THE EprrTor OF THE RAILROAD GAZETTE : 

In “L. W.’s” formula for ‘“‘Changing Point of Curve,” pub- 
lished in the last number of the Rattroap Gazette, I have 
given the following values to the letters in the diagram: 

R = 2,000 feet; 7’ = 800 feet; and P = 300 feet. 
af = tan V V = 6i° 48° 
BeoeY = sin V = 1.07 

The last gives 1.07 for the sine of V’—a sine greater than 
unity, whichis impossible. Will “‘L. W.” please examine his 
formula and give a demonstration of it. 

Frank Peart, C. E. 

P. 8.—Will some one give a formula for obtaining the length 
of a brace for a Howe truss-bridge, height and width of panel 
being given, also width of brace; end of brace to be cut at 
right angles, to fit angle blocks. B..P. 








Economy of tCurvature. 





To rae Eprrok oF THE RamRoaD GAZETTE: 

The narrow-gauge discussion has given additional publicity 
and prominence to the question of economy of curvature, some- 
times a perplexing one to the locating engineer, who is required 
to balance the gain in construction against the loss in opera- 
tion resulting therefrom. 

It seems to me that the solution of this question depends 
very much upon that of /fixed or oose wheels. Will some one 


who is familiar with the subject make known through the col- 
umns of the Gazerrg whether, in railway rolling stock, an ar- 
rangement by which the two wheels of the same axle would 
revolve independent of each other is consistent with the speed 
and safety of the usual arrangement? And oblige Lz 


, [The above inquiry is one of a number of similar ones 
which we have recently received. Although we have 
some very decided opinions on the subject, we prefer not 
to express them until after the subject is discussed in our 
columns by those who have some knowledge of the sub- 
ect and feel disposed to contribute their information to 
our readers. —EDITOR OF THE RAILROAD GAZETTE. ] 





Calculating Contents of Road-Beds of Different 
Widths on Same Location. 





To THE EpiTor oF THE RAILROAD GAZETTE: 

Suppose a railroad graded with a certain width of road-bed. 
Desired, the difference between the contents of this and another 
width of road-bed over the same location. This method which 
I propose is applicable only to the method known as “‘ averaging 
end areas” with great ease. It can be used with the prismoidal 
formula, but has bui little advantage there over plotting. 
In estimates of cost I prefer the first method named, as the re- 
sult, always being too large, does away with part of that stigma, 
“‘ Hig estimates are always too small.” 





Let abdg represent any part of a railroad embankment, ab the 
center fill, le the side fill, as actually side-staked. 
Let cd = d = } difference of roadways. 
le = x = side cut or fill at foot of slope. 
r = slopeof original ground = base for 1 foot of altitude 
b 
~ ba @ le 
3 = slope used in bank or cut, as 1}, 2, 2, etc., i. ¢., base 
for 1 foot of altitude. 
Furthermore : 
Callr positive if cut or fill diminishes going outward from center. 
“ rnegative “* * increases ” bad 
Then, for a level cross-section, = ©. 
Our formule are deduced from the following considerations : 
The additional area, 
edge = rectangle cd X le + triangle gv X ve 
which latter is a constant for constant width cd. Denote ep by 
p. Then 
go=cd=d = pr + ps = gp + po 
d 
Pr r+e 


or, 


but ps 
amgen STE Ts 
Also, we see, 
eX cd = dx 
From which we have the following rule for all cases : 
1st. Roadway increased. 


a? 
r pesitive cedv = dx — oa) 
r negative cedo = dz +- c.2 
r infinite cedv = dx 
2d. Roadway diminished. 

a? 

r positive cedv = d+ Te TH 
r negative cedv = dx — iG—o 
r infinite cedv = dz 


r positive corresponds to up hill in a fill and down hill in a cut. 
r negative corresponds to down hill in a fill and up hill io 
a cut. 
Tabulate the second part of the second member, 
a a 


_-—— 


20 + 8) 2(r— 3) 
where d and s areconstant, and give to r various values. r can- 
not be less than s, where we use the table rw or the slope 


will not ‘‘ catch at all, This can be done in a few minutes, and 
the operation reduces itself to two things: “‘ Multiply your 
side cut or fill by one-half the difference of roadways. To this 
add or subtract a constant corresponding to value ofr and taken 
from the table, and your area is found, which is in excess of 
the old one.” 

2d. To apply this to preliminary estimates. This only ap- 
plies, as here given, to where r is uniform from slope to slope. 
It being rather intricate for ordinary use, I omit the explana- 
tion. 

Let x = cut or fill at center stake. 

w = full width of roadway used. 
r and s as before. 
Then for the complete area of tho cross. section we have : 
~ w 3 
was aet e+ oa ¢ + ) 
where it is only possible to tabulate 
& 
f—s 

Ifr = the cross-section becomes level, and we have the 

ordinary formula : 


area = 2 (w -+- 62) 





ae 
cotangents. We have then its value at once, if given by degrees in 
the notes. 

Example under part 1, rule 1, roadway increased : 
Slopes 1% to 1; .. ¢ = 4%; original roadway, 10 feet; required 
roadway, 14 feet; .*. d = 2. 

- Given the two tollowing cross-sections: 











Stations. L. C. z. 
2 "aan — 6.0 
7.0 ~ 4.0 14.0 
: laa oan -66 
7.0 4.0 — 5.0 14.0 





For S ation 1. Operation: 
7.0 


iD—30 =35=r+ 
From table, constant = 0 4 
: dz = 2. X 2.~ 40 — 0.4 — 8.6 
14.0 
= naar 
From table, constant = 0.35 


dz— 20 X 6.0 — 12,0 + 0.35 12.85 
Total area to be added — 15.95 
For Station 2: 


From table, _ constant ~ 0.4 


dx — 20 X 2.0 — 4.0 — 0.4 = 3.6 
14.0 
ao—80 7 4°-T— 
constant = 0.1 
dz = 6.0 X 2.0 — 12.0 + 0.1 — 12.1 
Total area = 15.7 
Until r is less than about 3.0, its value can be found in the head, 
as constants vary slowly on large numbers for this value of d and ¢, 


T. 





From table, 








To Change Point of Reversed Curve, 





To THe Eprror oF THE RAILROAD GAZETTE: 

To change the P. R. O. ofa reversed curve so as to terminate 
in a tangent parallel to a given tangent : 

Let I = central angle of second curve as located, 


A= ~ a * to be substituted, 
r = radius of second curve. 
R= “ first curve. 


d = perpendicular distance between tangents, 
1st. When the tangent falls without the point desired : 
dad 
cos A = cos I +- Bir 
2d. When the tangent falls within the point: 


T. 





Calculating End Areas. 








Gowanpa, N. Y., March 11, 1873. 
To THe Eprron oF THE RAILROAD GAZETTE : 

The method for calculating end areas presented in your issue 
of March 8 has two objections against it, the proof of one- of 
which is to be found in Mr. Aillen’s work, as he has been led 
intoa mistake by the point we find objectionable. In the first 
place, in order to obtain the dimensions of some of the trian- 
gles, it will be necessary to find where the perpendiculars to 
the roadbed, at the pointe where levels have been taken, cnt 
the slope. Secondly, the triangles are so numerous and so 


’| sitzated that one could easily leave out one in his calculation, 


just as Mr. Allen has done—he failing to calculate the area 





of the lower right-hand triangle, dimensions 4x10, thits mak- 
ing the area 20 square feet too small. The method of calés- 
lating areas by dividing the cross-section into trapezoids 
(which we have not seen in print) seems to us preferable, 
where the ground is irregular. It consists in dividing the 
cross-section into trapezoids, whose areas are calculated and 
added, and taking from their sum the area of the two extreme 
triangles ABC and DEF, which are calculated as parts of the 
cross-section, but lie outside the slopes. Take the same crogs- 
section that Mr. Allen has : 

12+ 6 





—— X14 = 126 
TRIANGLES. 
10 + 10 azo SX oe 
—— a = 160 19 x 285 
O42 15 a a. TE ees 
297.75 
20 +- 19 
+ xX T.5= 146.95 
712.25 — 297.75 = 414.5 = area. 
E. B. G. 





St. Louis, Kansas City & Northern. 

The St. Louis Republican says that “ Messrs. Sharp and 
Brodhead and Messrs. Glover and err ome | have written 
opinions on the question of the constitutionality of the sale of 

© State lien against the North Missouri Railroad Company. 
Both opinions concur in declaring ‘the sale in all respects le- 

al and valid.’ We areglad to know that the t interests 
nvolved are defended such excellent legal authority, for 
certainly not only the public interests but equity and fair deal- 
ing require that this vexed question should be settled on the 
terms of the — sale. 

“There would be small inducement for parties to invest in 
railroad evn in this i, or in extending or improvin 

68, 





Nots,—The values to give r are best taken fram 9 table of natural 


existing if the question of title in such a case as this 
to he opened up at each apgsion of the General " 
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Editorial Announcements. 





ad. 





Corr We cordially invite the co-operation of the rail- 
road public in affording us the material for a thorough and worthy 
rauroad paper. Railroad news, annual reporis, notices of appoint- 
ments, resignations, etc., and information concerning improvements 
will be gratefully received. We make it our business to inform the 
public concerning the progress of new lines, and Gre always glad to 
receive news of them. 


Articles.— We desire articies relating to railroads, and, if acceptable, 
will pay liberally for them. Articles concerning railroad manage- 
ment, engineering, rolling stock and machinery, by men practically 
acquainted with these subjects, are especial/y desired. 


Advertisements.— We wish it distincily understood that we will 
entertain no proposition to publish anything in this journal for pay, 
BXCEPT IN THE ADVERTISING COLUMNS. We give in our editorial 
columns ovr OWN opinions, and those only, and in our news columns 
present only such matter as we consider interesting and important to 
our readers. Those who wish to recommend their inventions, ma- 
chinery, supplies, financial schemes, etc., to our readers can do 80 
fully in our advertising columns, but té is useless to ask us to recom- 
mend them editorially, either for money or in consideration of adver- 
tising patronage. 

The Chicago office of the RattROAD GazETTE on and after April 1 
will be at Nos. tt and 19 Jackson street, opposite Third avenue. 








THE RANK OF MASTER MECHANICS. 





Probably few of our readers are aware how often 
editors are called to account for the opinions which they 
express in the columns of their papers. Being human, 
they are prone to error, and having usually iI haps 
somewhat less humility than the average of’ mankind, 
they are con-equently more unwilling to 2qmit their mis- 

_takes. Whether this be so or not, #j}s now hardly worth 
while to inquire ; but it is undoubtedly true that, when 
they are thus called to acount, it is often quite difficult 
to know whether they are mistaken or not. As we have 
recently Dbeenye called upon to give a reason for the faith 
that is igus, we find ourselves in the position of not 
knowitge exactly whether to cry out mea culpa, or to 
ho!d Ynanfully to what we have said or implied, and sum- 

tnon the proof of our opinion. 

Our embarrassment has been brought about in this 
wise : we have asserted on more occasions than one, that 
the value of theoretical knowledge for master mechanics 
is not properly appreciated by the managers of railroads, 
The majority of the latter realize the importance of prac 
tical experience to qualify the former for the duties they 
have to perform, in which opinion we of courze agree 
entirely. But they do not seem to regard it asa matter 
of any consequence at all whether they can write their 
own language lucidly, or calculate the area of a piston or 
the amount of heating surface in a boiler. Now we have 
recently been calied to account by one who assures us 
that itis not for the want of appreciation that men with 
scientific knowledge are not employed in such 
positions, but because men with practical experience 
and theoretical training cannot be found; and that if 
they could be, railroad managers would be only too glad 
to employ them. In confirmation of our opinions, we 
named several men who have been educated in a prac- 
tical school, and have combined with the knowledge 
acquired in that way much of the other kind of informa- 
tion which has been learned from study and books, and 
who, we know, are employed at low salaries and also 
fee] some discouragement in the contemplation of their 
future prospects. There are others besides these whose 
names might be added to the list we made, Now it is 
not very important for our pres:nt purposes, whether we 


but it is a fact of some importance for master mechanics 
to know that at least some railroad managers are begin- 
ning to question the theoretical as well as the practical 
qualifications of the men who are employed to take, 
charge of the machinery. This should have especial in- 
terest to them at the present time, just previous to the 
annual convention of their Association. 
If there are men in that body with any ability above 
the mere rvutine of the shop, it should show itself in the 
reports and procecdings at the annual convention. If, on 
the other hand, the discussion of subjects of very great 
importance in the operation of railroads is stale and un- 
profitable, and is a mere iteration of platitudes, and indi- 
cates only dull indifference, then the natural inference is 
that the assertions of our friend referred to above are 
true, and that master-mechanics know very little science, 
and scientific men have no practical experience. We 
have been led to make these observations from the fact 
that we have heard complaints from the chairmen of a 
number of the committees, regarding the attention which 
members have given to the circulars of inquiry which 
have been sent out. We have before us now the replies 
to the Commiitee on ‘‘ The Best Form and Proportions 
of Axies.” They number exactly ten, and one of them 
is from a person who is not a member of the Asscciation. 
The answers vary very much in their characteristics. A 
few of them are models of conciseness and clear state- 
ment of the questions at issue, so that we feel we have 
been correct in saying that there are some educated 
master mechanics. But what shall be said cf that im- 
mense body of the membership who have thus far paid 
no attention at all to the subjects presented for their 
consideration ? The Association represents their pro- 
fession. From the nature of its proceedings the profes. 
sional rank of its members will, to a very great exten:, be 
determined. From time to time we hear considerable 
complaint about the somewhat subordinate position 
which the machinery department usually occupies, and 
at the arbitrary authority to which master mechanics 
are subjected. That there is some justification for such 
complaints we think is probable; but it should be re- 
membered that in nearly all contests of authority, the 
best man, in the long run, is quite sure to win. In any 
discussion or controversy,a person who has right and 
justice on his side may often be defeated on account of 
inability to use language with facility and accuracy, or 
because all his knowledge he holds so loosely that he 
cannot present it systematically. For this reason, chiefly 
we believe it is that on the great majority of roads the 
transportation department has absorbed and subordinated 
the others, which include the: machinery and road de- 
partments. Traffic managers usually have at least the 
advantages of a business education, and facility of con- 
ducting correspondence, an: systematic methods of trans- 
acting business. These qualifications they are constantly 
oniged to exercisé in the performance of their duties, 
and thus managers and owners of railroads gradually, 
and perhaps insensibly, fall into the belief that the 
operation of their roads is directed and controlled 
by those who have the charge of the office business, 
and of the movement of freight and passengers. It is 
not our purpose to undervalue the services which those 
in charge of these departments render, but only to point 
out wherein they have a power which, for some reason, 
those who have the care of the mechanical and engineer- 
ing departments have not chosen to exercise. What we 
now especially wish to call the attention of master me- 
chanics to is, that in their Association, they, as a class 
and as individuals, have a means of raising themselves in 
the estimation of railroad owners and managers. We 
know that, ewing to the indifference of the latter to all 
theoretical qualifications, many who have commenced 
their carcer in the mechanical departments of railroads 
have finally grown hopeless of any recognition of the value 
of any kind of ability excepting that which faithfully per- 
forms the daily routine of the shop, but as we have 
pointed out there is some inquiry for educated men who 
combine their knowledge with thorough practical train- 
ing; and therefore—looking at the matter in a purely 
selfish way—it will be to the interest of those who have 
any theoretical knowledge to let it be known, which they 
can do by the character of their reports and the infor- 
mation which they contribute to the Association. But 
besides the mere personal advantage which may result to 
individual members, if they all would unite to increase 
the value of the proceedings of their Association 
as much as possible, it would tend to elevate 
the position of master mechanics and superntend- 
ents of machinery in the estimation of those who con- 
trol our railroads. The Association has before it a career 
of usefulness which few scientific or engineering societies 
ate even fortunate enough to secure. The members of it 
are the representatives of an immense monetary interest, 
and of a system which modern civilization has developed 
into one of the great necessities of human progress. If 





or the person whose opinions we have quoted was right, 





work which it should, and’ which now needs so much to 
be done, there ought to be no difficulty in securing all 
the money which they: may require to accomplish the ob- 
jects they. have in view.. 

If, however, they neglect their opportunity | and 
give no sign that they are interested, or have any 
more than the most ordinary knowledge of their occupa- 
tion, they must be content and not complain if they re- 
main in entirely subordinate positions. 

We therefore urge all who have not already done s0, 
to make up their answers to all the circulars sent out and 
forward them as early as possible. The time remaining 
to the committees in which to prepare their reports is now 
quite short, and to a very great extent the value of what 
they do depends upon the faithfulness with which their 
efforts are seconded by the members generally. An eve- 
ning or two devoted to the circulars will be all that will 
be necessary. In preparing the answers call in your fore- 
men or locomotive runners or any other careful, observant 
men, and consult with them. It will do them good, and, 
we fancy, cause surprise to their employers to find out 
how much some of these men have learned. At any 
rate, if they have no information, the mete fact of being 
asked questions will make them more observant in fu‘ure. 
We think we can safely prophesy that tle day of suc- 
cess for the ignorant, brutal and conceited master me- 
chanic, who despises all knowledge excepting the little 
he knows himself, and who loves whiskey more than 
books, is drawing to aclose. Tv achieve any considera- 
ble success mechanics must become students as well. 
The successful mechanical engineer of the future is pro- 
bably the man who can handle a pencil with as much 
facility as he can a hammer and chisel, and who is as 
much at home when he “ wrestles with mathematics and 
the English language” as he is on the foot-board of a 
locomotive. 

There is perhaps danger that some readers may infer 
from the above, and from other similar expressions of 
opinion, that it is proposed to supplant practical experi- 
ence with ‘‘ book-learning,’ and that somewhat deli- 
cately-nurtured students are expected to take the placcs 
of those whose only education was that of their appren- 
ticeship. If such an impression has been produced, we 
wish as quickly as possible to change it, because we 
think it is absolutely certain that a mechanical engineer, 
to be worthy of the title, must spend as much time in 
learning the art of his profession in the shop, as he has in 
studying the science of it from books at school. One of 
the most absurd’ spectacles, to a mechanic of ripe experi- 
ence, is a raw youth let loose in a machine shop with no 
other knowledge than that which he learned at school. 
The details involved in the construction of machinery, 
the manipulations of the material from the forge and 
foundry to the completion of the whole machine, can only 
be thoroughly mastered and understood aficr long and 
careful study and experience. _Many of them, too, are of 
a kind which can never be properly understood without 
either doing or seeing them done. In fact, to a person 
who has “ served an apprenticeship,” it seems almost ab- 
surd to describe what is intended by the phrase “ learning 
a trade.” The acquisition of the skill which all good 
workmen acquire teaches them, besides the skill they 
gain, many other things of a disciplinary nature, which 
have a very great and salutary influence in developing 
character. The patience and endurance which most 
young men would acquire in iearning how to ‘‘do a 
good job ” in fitting up a pair of locomotive links or con- 
necting rods, or setting the frames and cylinders, although 
of a different kind, is to an engineer quite as valuable as 
the training which results from the study of mathematics. 
The necessity for the discipline which work gives is 
doubtless, a condition which preceded the curse of Adam 
and to which we are all heirs. 

In discussing this subject it is quite difficult to present 
clearly at the same time both sides of the question. When 
the value of education is presented, the practical man 
quite naturally thinks how little value it has without the 
experience which he has acquired; and when we present 
the claims of practical knowledge, the student is apt to 
think how ignorant those must. be who do not know what 
he has learned. The thing to be achieved is a union of 
practice and theory, and the thing to be done is to urge 
the practical man to learn more theoretical knowledge, 
and the scientist to get more of the art and experience 
which can be learned only in the shop. 








MINNESOTA RAILROADS. 





The annual report of the Railroad Commissioners of 
Minnesota for the year ending August 81, 1872, contains 
much ‘interesting information, although in many cases 
it requires a great deal of labor to dig it out, It is the 
more valuable because information concerniog the earn- 
ings and expenses of some of the lines reported is not 
accessible elsewhere. There is, we believe, no other 
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“* border State,” if we may call it so (meaning a State 
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largely unsettled and uncultivated, or in large part only 
begioning to be occupied), which has any complete 
returns from its railroads, and we may take the report as a 
record of the workings of railroads in a new country. 
The history of railroads in operation in that State begins 
with 1864, when the Winona & St. Peter had 50 mi'es 
in operation, though a few miles of track were laid as 
early as 1862. 


The mileage reported at the close of each year has been 
as follows: 





sioner, however, are for the year ending with August, 
and the mileage worked at that time last year was 300 
miles less. 

An inspection of the report will show that M nuesota 
railroads, as a whole, are not very profitable :—that is, 
they are making very small earnings from the business 
of transportation. We present below a table showing 
the mil age, gross earnings and working expenses of all 
the lines reported for the year ending August 31, 1872 : 


Length Gross Working 

. Worked. Earnings. Expenses. 

Winona & St. Peter............. 183 $619,535 04 $449,139 61 

First Division St. Paul & Pacific ‘ 

i. 393,875 93 389,648 38 
First Division St. Paul & Pacific 

(Branch Line). .............+0+ 257.773 06 151,254 94 

St. Paut & Sioux City........... 121 391,674 86 $12,727 57 

Sioux City & St. Paul........... 66 12,749 34 61,943 02 
Milwaukee & St. Paul (Minne 

sota Division). ....... ....... 938,256 49 659,194 12 


Milwaukee & St. Paul (River 





ne , epee peat 276.395 85 196,731 91 
Hastings & Dakota............. 21,415 18 39,773 62 
Southern Minnesota............ 167% 493,428 54 440, 

Late Superior & Mississippi.... 211 346,728 35 342,130 89 
St. Paal, Stillwater & Taylor's 
Wise wnlibachiscaisssadsseh todud 7 21 222 31 15,726 19 
Northern Pacific................ 22834 496,645 00 703.524 00 
PUN ia risks Sen > dtediearnecinincaa 1,60434 $4,274,699 95 $3,765,717 75 


Not all this mileage was worked during the whole 
year; at least the reports do not always cover the earn- 
ings for the entire period. The Lake Superior & Missis- 
sippi’s report covers but eight months, and thus its aver- 
age mileage for the year was 141 instead of 211 miles, the 


four months omitted being one of the best and two of 
the worst for traffic. 


Probably the average length of the Hastings & Dakota 
was’ not more than 50 miles. The average worked by 
the Sioux City & St. Paul was about 18 miles ; that of 
the St. Paul, Stillwater & Taylor's Falls 11 miles. This 
reluces the average aggregate worked during the year to 
1,455 miles. Then the average earnings were $2,938 per 
mile, and the average expenses $2,588, leaving the aver- 
age net earnings just $350 per mile—anything but an ex- 
travagant return on the investment, one would say. The 
aggregate net earnings of the 1,455 miles were $508,- 
982.20—about equal to the net earningscf 17 miles of 
the main line of the Pennsylvania Rai:road in 1872. The 
payments of interest on bonds are not reported for five 
companies, including some of the most important 
and nearly one-half of the mileage; but the total 
bonded debt appears to be at the rate of $31,402 
per mile, and the net earnings are little more than 1 
per cent. on this amount. St:ill we believe that but one 
Minnesota company has as yet failed to pay its interest. 
The fact is, that every one of these railroads, except a 
few very short lines, were assisted by land grants, and 
therefore constructed in advance of the time when the 
traffic of the country demanded them; and these figures 
show very plainly that with apparently no exception, ex- 
cept perhaps one of the lines worked by the Milwaukee 
& St. Paul Company, not one Minnesota r ulroad is, as yet, 
supported by its traffic, and if it were not for their land 
grants, some of which are now of enormous-value and a 
constant source of income, the companies would be bank- 
rupt. We do not mean that there is anything wrong in 
this condition of things; the very object in granting the 
lands was to secure the construction of railroads before 
the country’s traffic would supportthem. But it is cer- 
tainly a very important matter to take into considera- 
tion, especially when new railroad projects are pre- 
sented, and schemes for extensions into the parts 
of the State still unoccupied, or into districts beyond the 
State. There is little doubt that most of the State as far 
north as the main line of the St. Paul & Pacific is fertile 
and cultivable—not merely in districts hére and there, 
but generally—so that in time it is reasonably sure to 
have most of its lands occupied, and thus furnish a large 
traffic ; while, on the western border of the State, a fertile 
belt extends to its northern boundary. But, though ex- 
isting lines and lines projected may be sure of a profitable 
traffic eventually,.we see that they need something else 
to support them at first, and their value, aside from the 
lands and subscriptions which. may be givem to secure 
their construction, depends almost wholly on the rapidity 
with which the country on their lines may be settled. and 
made productive. Ifa road must wait ten years for traffic 


923 50 | On the whole, some lines showing an increase and some 


enough to support it, its cost may Le sunk in the inter- 
e3t account. 

Several of the lines named, as will be evident to all 
who know anything of Minnesota railroads, have not 
been opened long enough to give much indication of 
their prospective traffic. The Winona & St. Peter, the 
Minnesota Division of the Milwaukee & St. Paul, the 
Southern Minnesota, the St. Paul & Sioux City, and the 
Lake Superior & Mississippi are the better established 
lines. The latter lias not; it is true, developed much local 
traffic ; Sut it seems not lik ly to have very much. The 
Southern Minnesota has just about the average earnings ; 
but its expenses are nearly 90 per cent., and it is now in 
a Receiver’s hands. The Minnesota Division of the Mil- 
waukee & St. Paul (the old Minnesota Central Railroad) 
has quite respectable earnings and net earnings, and leads 
the list with about $6,300 per mile, gross, and expenses 
70 percent. The St. Paul & Sioux City earned $3,237 
per mile at a cost of nearly 80 per cent. The Winona & 
St. Peter, a large part of whose line was new, had gross 
earnings of $3,385 per mile and expenses 72} per cent. 
Some idea of the progress of traffic may be had by 
comparing the receipts per mile with those for the pre- 
vious year. The report does not enable us to ascertain 
exactly the average mileage of the Winona & St. Peter 
for the first year, but we have it very nearly. 





1870-"71. 1871-72. 
Lake Superior & Mississippi - $2,770 $2,459 
Minnesota Centra’............ .. -.. 6,842 6,297 
St. Paul & Sioux City........... oe ee 8,237 
Southera Minnesota.................. on yea geaiiee 2,800 2,946 
Wines @ Ft, TOGGP. oes cesicccasccdccnessidscecse 3,320 3,385 


This does not indicate any great change in the earn- 
ings from traffic, and the tonnage-mileage indicates that 
there was no considerable change in the amount of traffic, 


a decrease. Hewever, it is only from a series of years 
that we can make satisfactory conclusions on this point ; 
and it is hardly possible that the traffic of nearly all these 
roads will increase largely in any considerable period, 
unless there should be agreat many new lines constructed 
within the districts they serve, of whica there seems to 
be no danger at present, and unless there should be a sud- 
den stop to the growth of population in the State, which 
is notat all probable, although its growth may not be as 
rapid as that of some other sections of the country. 








Annual Conventions. 





The following societies will hold their annual conventions at 
the time and places named : 

The American Railway Master Mechanics’ Association, on the 
6th, 7th, 8th and 9th of May, in Baltimore. 

The Railway Association of America, at the St. Nicholas 
Hotel, in New York, on the 14th and 15th of May. 

The American Society of Civil Engineers, on the 2ist and 22d 
of May, in Louisville. 

The Master Car Builders’ Association, on the 11th, 12ih and 
13th of June, in Boston. 








The Fairlie Engine. 

Engineering of March 7 contains a letter from Mr. Fairlie in 
which he submits testimony regarding the merits of his en- 
gines. As we have not room for the whole letter, which is of 
considerable length, we will state that it contains some coutro- 
versal matter referring to M. M. Meyer's engines and which is 
of little interest on this side of the water. A quotation is made 
from the London Zimes ‘‘ Money Article” which asserts that 
**the Fairlie engines in use on the heavy inclines of the Mexi- 
can Railway are very favorably reported upon as regards their 
power of traction on the up journey, and of resistance in the | 
descent.” 

Mr. Richard Oliver, contractor in New Zealand, has written to 
Mr. Fairlie and says that the Dunedin & Port Chalmers Rail- 
way, which has been supplied with some of these engines, is 
now unballasted and “ billowy,” and that “a number of people 
were quite surprised at the steadiness and ease with which the 
engines ran over this road,” and that ‘the curves (some of 
eight chains) were as easily rounded as if thoy were straight 
running.” . 

Mr. E. W. Young, Resident Engineer of the Glasgow & Cape 
Breton Railway, Nova Scotia, says: “‘The engines ride easily 
on the rails,and are comfortable and conveniently arranged 
for the driver and stoker. So far as our present experience 
goes, the engines are a great success.” 

It is said that Mr. W. W. Evans, of New York, requested and 
obtained permission to build and place an engine of his special 
design on the Iquique Railway, of Peru, which “was to run 
the Fairlie engine off the face of the earth.” The Locomotive 
Superintendent of that line reports that Mr. Evans’ engine 
weighs 43 tons empty, and has a four-wheeled bogie at each 
end, the coupled or driving wheels being between these. It 
hauls from Iquique to San Juan, 24 miles, /hree loaded cars, 
weighing 16 tons each, and one supplementary tank of water, 
12 tons, making a total gross load of 60 tons, and consumes 22 
cewt. of coal. The Fairlie engine weighs 44 tons empty, hauls 

siz loaded cars of the same weight, and two supplementary tanks 
of water of 12 tons each, making a'total gross load of-120 tons, 
and consumes 30 cwt. of coal. The maximum grades in this 
part of the line are 1 in 22, and the minimum 1 in 29. 

Senor Don Manuel Montero, Managing Director, etc., says 


and in my juigm nt it would bo better to pay £5,009 for each 
of your locomotives than to get the American engine for 
nothing.” 

In another letter the same gentleman says: ‘‘ Your (Fairlie) 
system is throe times better. Be so good, therefore, as to put 
in hand for the earliest delivery ten more of these engines.” 
The Locomotive Superintendent in another letter writes that 
“Don Manuel has ordered the name of the Evans engine to be 
changed from ‘ Iquique’ to ‘ Desengano,’” which is interpreted 
to mean “swindle, deceived, deception.” 

Mr. William Mason, of Taunton, Mass., writes that he has 
built a narrow-gauge Fairlie engine (of which we published an 
engraving in the Gazetre of November 25, 1871) which he sold. 
to the American Fork Railroad Company, and which is working 
on that road in the Rocky mountains on grades of 300 feet per 
mile and is doing well; and that he has revised his patterns and 
has another nearly ready for the same road; dnd that he has 
also built a powerful machine of the same class for the Calamet 
& Hecla Copper Mine. This machine has 16 by 22in. cylinders 
and six drivers, and is of 4-feet gauge. 

Of this engine, Mr. Alexander Agassiz, President of the Min~ 
ing Company, says that “ they are extremely well pleased with 
its performance ; and that she is very much easier on the rails 
than the ‘ Hecla’ (ordinary engine).” 

There is other testimony favorable to this system given in 
letters from Mr. Richard Gardner, Chief Engineer of a Swedish 
road, and from Mr. O. W. Bader, one of the secretaries em- 
ployed by the contractors of the Tamboff-Saratoff Railway (Rus~ 
sia), who says that Mr. Bungé, Resident Engineer, has given a 
most flattering report of the Fairlie engines. 

Since the above was written, we have been authorized by Mr- 
Evans to say that ho did not design the engine referred to, and 
that all he had to do with its purchase was to direct the gentle- 
man who ordered it to works where he could-have such an en- 
gine as he wanted built. It may also be well to say that the en- 
gines referred to by Mr. Mason were all of the single-boiler 
plan, with only one set of driving-wheels and cylinders; » 
plan which, we have taken occasion several times to point ont, 
is regarded in this country with much more favor than the 
double-boiler system. Mr. Mason has also built two such en- 
gines for the South Side Railroad of Virginia, of which we have 
heard favorable reports. 








Record of New Railroad Construction. 





This number of the Rartzoap Gazette has information of 
the laying of track on new railroads, as follows: 

New Haven, Middletown & Willimantic.—Extended from Mid- 
dletown northeastward 7 miles to East Hampton, Conn., and 
from Willimantic southwestward 16 miles to Turnerville, in all 
23 miles. Litile Rock, Pine Bluff & New Orleans.—Extended 
from the late terminus to Varner’s, 31 miles. Chicago & Pa 
cific.—Extended from its terminus last fall westward 5 miles to 
a point 23 miles west of Chicago. Detroit & BayCity.—Extend- 
ed from Vassar, Mich., northwest 22 miles to Bay City, com- 
pleting the road. 

This is a total of 81 miles of new railroad. 








Tue GenerRaL Ticket AND PassENGER AGENTS’ ASSOCIATION 
held its semi-annual ting in Washington, D. C., beginning 
on tho 2ist. The new constitution, the material points of which 
we published last fall, was adopted. Mr. E. R. Dorsey, of the 
Charlotte, Columbia & Augusta Railroad, was chosen Presi- 
dent ; Thomas L. Kimball, of the Union Pacific, Vice Presi- 
dent; Samuel Powell, of the Chicago, Burlington & Quincy, 
Secretary; W. L. Danley, of the Nashvillo & Chattanooga, Ellis 
Clark, of the North Pennsylvania, and W. A. Thrall, of thé 
Chicago & Northwestern, Executive Committee. Forty-seven 
members held credentials which bind their companies to ac+ 
cept the rates and regulations made by the Association in 
convention, according to the new constitution. The September 
meeting is to be held in Chicago. 











Tar New I:irxo1s Freicut Law, which we publish else« 
where, so modifies the old law, declared unconstitutional by 
the Supreme Court of the State, as to make a charge for carry- 
ing any given distance as great as or greater than the charge 
for carrying a greater distance only prima facie evidence of 
unjust discrimination and extortion ; upon notice or knowledge 
of which it is made the duty of the Board of Railroad and 
Warehouse Commissioners to bring suit in the county where 
the discrimination was made. The penalty is changed from a 
forfeiture of franchises to a fine of $5,000 for the first offense, 
$10,000 for the second, $20,000 for the third, $50,000 for the 
fourth, and $100,000 each for all after the fourth, to be recov- 
ered for the State ; while the person overcharged may recover 
$1,000 tor his own use, and costs, for each offense, 

One can imagine that the testimony in a case brought under 
this Jaw might be very instructive ; and one can farther im- 
agine that if a company should be found guilty of “unjust 
discrimination” by reason of very low charges at competing 
points, and should thereupon adjust its tariffs so as to make 
charges equal according to distance, by which action it would 
virtually give up all traffic at such competing points (unless it 
were the shortest line), there would be such an outcry as to 
drown utterly the complaints now made, Imagine Chicago 
lumber dealers shut out of the Bloomington market, and the 
whole business given to Toledo, by reason of the inability of 
the Chicago & Alton and the Illinois Central to make their rates 
proportionally lower to Bloomington than to other places ; for 
we may take it for granted that any company would sacrifice all 
its business done ata very small profit to competing points 
rather than lessen its net earnings one half or more by doing 
all its business at equally small profits. If it were not ruinous 

to the companies, they could demonstrate the evil effect of the 





that he “‘ has been able to perceive the great difference which 
exists between your (Fairlie) system and the American (Evans); 





provisions of the old law unquestionably by working their roads 
n accordance with it for a few months, 
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Tue Prrrssuaas, Fort Warne & Curcaco Ramway, accord- 
ing to the verbal report submitted by the President at the 
meeting last week, earned on its main line of 469 miles, during 
the year 1872, the sum of $9,839,000, or $20,978 per mile of road, 
and the earnings of the road with its two branches, 501} miles, 
were $10,336,000, or $20,610 per mile—larger earnings, we believe, 
than are shown by any other company whose lines are so far 
west. The road is comparable with the Lake Shore & Michigan 
Southern and the Michigan Central andGreat Western, as the 
western half of one of the three great lines between New York 
& Chicago ; but unlike them it hag a very small mileage of 
branches, and not improbably the main lines of the two north- 
ern routes have earned quite as much as theFort Wayne. The 
Fort Wayne, like some other roads, has been slower to renew 
its track with steel than its own best interests demanded, and 
has little more titan begun the construction of the second track 
which it already very much needs for the accommodation of 
the traffic which is pressing upon it. Like other roads, its bus- 
iness has overtaken its capacity much sooner than was expect- 
ed. We may be sure, however, that the needed improv ts 


able to detect the weaknesses of the 
patching, and to suggest remedies, it is desirable that as large a 
number of accidents as possible be reported, no matter how far back 
in point of time the occurrence took place, provided that particulars 
as to we causes leading to the accident be stated as fully as possible 
at this time. 


resent system of train dis- 


Name of railroad : 

Length of single track : 

Length of double track : 

Total number of trains run during 1872: 

Total number of train orders issued during 1872 : 


Crossing Collisions. 





During [Previous to|Betimat’d Dan- 


Particulars. 
1872. | 1872. | ages in Dolls. 
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Whose Fault. 





: feat 


Rear Collisions, and Collisions with Trains standing on Main Track. 
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Particulars. 


During Previous to) Estimat’d Dam-| 
Whose Fault. 


1872. 1872, | ages in Dolls. 








will be promptly made, for the simple reason that the money 
invested in them will be very profitable. 








_ An Error, probably obvious to every one who read it care- 
fully, was made in printing the ‘‘ Problem for Solution,” pro 
pounded by “‘ M. N. R.,” inour number of March 8, by which 
the throw was made five feet instead of five inches. It was not 
the writer’s mistake, 





Meeting of Car Builders. 





One of the regular monthly social and business meetings of 
the Car Builders’ Association was held at their rooms, No. 111 
Liberty street, New York, on Thursday evening, March 20. 
About thirty persons were present. Mr. Charles F. Cobb ex- 
plained the construction of the ‘Cumming nut lock.” This, as 
most of our readers are aware, consists simply of a groove cut 
lenthwise on the threaded part of the bolt, in which groove a 
copper wire is placed and the nut screwed onit, thus cutting its 
own thread on the copper wire. This simple device, it is 
claimed, will prevent the nut from unscrewing, The reason 
assigned for this result is that the copper wire will make the 
nut fit tightly on the bolt. The copper can be “‘ upset” as an 
additional precation to prevent the nut from unscrewing. 

The cost of truck bolts having single nuts wilh this device is 
about 30 per cent. more than without. The cost of bolts with 
the “‘ Camming nut lock” and one nut each is, however, about 
15 per cent. less than double-nutted bolts. 

Mr. Walter Youmans, of Lansingburg, New York, exhibited a 
model of his patentcar ‘truck, and explained its construction: 
The peculiarity of it consists in the fact that the axles assume a 
radial position on entering a curve, and are thus, at least theo- 
retically, able to run with less resistance than an ordinary 
-truck. 

Mr. Sm‘th, of the Erie road, exhibited a specimen of one of 
Hopkins’ car-journal-bearings, which had run 27,768 miles on a 
journal 4 inches in diameter by 7 inches long, undera car 
weighing 58,000 pounds, with six-wheeled trucks. The Hop- 
kins’ bearing is made of brass, but the inside, where it comes in 
contact with the axle, is first tinned and then covered with 
common lead about 1-16 of an inch thick. This lead is put on 
simply to allow the bearing to “ seat itself” on a new axle, and 
thus prevent heating when new. The curious partis, that after 
running more than 27,000 miles, the lead was not worn through | 
to the brass. The car thon met with an accident which disa- 
bled it. The experiment furnishes very strong testimony in 
favor of largejournal bearings for car axles. 

The subjects of track check-chains and car ventilation were 
then discussed. Messrs. Garey, Smith, Chamberlain, Perry, 
Forney, and others took part in the discussion. Nearly all 
were agreed that the difficulty in ventilating cars consisted 
chiefly in the general ignorance and indifference of the public. 
regarding the subject, and in the difficulty of admitting fresh 
air without being a cause of discomfort to passengers. It was 
also agreed that supply ventilators at the ends of cars worked 
better than in any other position. 

It is designed to hold these meetings on the night of the 
third Thursday of each month. 

Messrs. Vose, Dinsmore & Co., who have just moved into 
their new store, No. 32 Warren street, received their friends, the 
same day the car builders held their meeting, with a collation, 
given in their new quarters. It served both as a preface and 
supplement to the discussion at the meeting referred to, andan 
agreeabie introduction to tlie place where the firm will here- 
after do business, which latter they propose to extend so as to 
embrace a more general assortment of railroad supplies. 








Railway Association of America—Committee Circular 
on Train Dispatching. 





The following circular has been issued by the Committee on 
Train Dispatching, dated at St. Louis, March 15: 
For use of the Committee on Train Dispatching, I have to re- 
nest the favor of yous replying to the accompanying questions. 
the importance of this subject appeals directly to every one 
connected with the coeretins of railroads, and will, it is hoped, 
insure careful attention to the subject. A reply at your earliest 
convenience will oblige, as the Committee ire to report to 
the Association at its next meeting in ag 2 
It is intended to classify the nts, but no mention of the 
name of any railroad wili be made in the report, and the replies 
will be treated as private communications. . 
- By order of the-Committee, 
Harry E. Sar 
Corresponding Secretary. 
A. A, TaLMaq 


Gen. Superintendent, Atlantic & Pacific Railroad, 
L. A, ANDERSON, 
Vice-President, ‘Toledo, Wabash & Western R. R. 


. E. Gimprewin 
Gen. Sup. Indi 


. 


G, 
Indianapolis, Bloom’gton & West. R. B. 
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Butting Collisions (meeting of trains going in opposite directions). 
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1. Describe briefly your system of train dispatching, and attach 
copy o? train order form, dispatcher’s tra‘n sheet, and also a copy of 
instructions for train dispatcher, not time table rules. 

. Do you igsne train orders to engineer and conductor both ? 

8. D» they both write out their understanding of the order? 
4. Are copies of the train order made ont by operator separately 
or on maniiold paper? 

5. What length of division is allotted to each dispatcher ? 

6. Does every train that stops at a station get a written order be- 
fore moving on ? 

7. What bd od opinion of train orders—are they liable to be 
misunderst ? 

What advantage do you think 1s gained by giving a time order ? 

8. Is: itthe custom on your road to provide train ordere in advance 
for every train or to wait until euch are asked for? 

9. On your road does the train order signal’ remain normally 
against trains, or is it turned on only when it is desired to stop a 
train for orders? 

10. Have you any plan to prevent or detect the rnnning of trains 
at excess speed in the endeavor to make crossings, or to avoid logs 
of right of track ? 

11. Do you think that the practice of running at excess speed is 
mach indulged in by enginemen ? 

12. Mr. Alfred Watkins, in his pamphlet on train-work'ng, says: 
“The true objects to be attained in unimpeechable train signaling 
are, presume to consider: first, that no train shall be allowed to 
leave One signal station until that signal station has asked leave 
from the signal station in advance, and such second signal station 
has replied in the affirmative ; second, that when the train has been 
so allowed to leave, the sending station shall inform the receiving 
station that the train has left, and the receiving station shall ac- 
knowledge that he has been so informed ; ‘third, that the signals of 
danger shall not be lowered uftil this process has been gone 
through ; fourth, that a record, taken down at the moment, shall be 
kept in each signal office of the time of all signals. These four con- 
ditions complied with, will secure safety from collision so far as it 
can be secured by human agency.” Do you consider the adoption 
of this station t2-statiou system practicablein this country? If not, 
please give the objections that occur to you. 

13. Do you consider that the stopping of trains at every signal 
station for orders would involve tco much loss of time? If so, 
please say how much loss of time you calculate it would cause on 
your road to each train in an average run of 200 miles. 

14 A general objection to the station-to-station system of dis- 
patching is that tne statioas quarre!, and that there is a tendency 
to blockade. In your judgment could not this be remedied by the 
adoption of a combination system, embodying the principles and 
safety of the station-to-station dispatching, with the advantages of 
a general eupervision and control from a central office? Please 
state fully your views on this point, and the advantages and objec- 
tions that may o*cur to you. 

1*. A system has been proposed of having on the schedule more 
trains than are likely to be necessary for the ordinary working of. 
the road, then cancelling the ones not required, or using them for 
trains that have fallen off their own time so as to reduce the num- 
ber of, if not to abolish, irregular trains. For full explanation of 
this system please refer to RattRoaD GazeTTE of January 4, 1873. 
The advantages claimed for this system are that it increases safety 
by introduciag regularity in the movement of.trains, and by keep 
ing nearly ail trains on a schedule time prevents over-speed. Please 
say ¥ = see any advantages in this plan, and what defects there 
are in it. 

16. Do you consider any change desirable in the method of train 
dispatching now in use on your road, with the view to securing 
greater safety? 

17. Can you make an engqestions for the improvement of the 
present system of train dispatching, or any that may be of assist- 
ance to the Committee in prosecuting their inquiry on this subject? 








The New Illinois Freight Law. 





The following is the bill unanimously passed in the Dlinois 
Senate to prevent unjust discriminations in freight charges : 


A Bu for an act to prevent extortion and unjust discrimina- 
ine be the rates charged for the transportation of freight on 
railroads. , 
Section 1. Be it enacted by the people of the State of Illinois 

represented in the General yeaa If any railroa company 

or corporation organized or doing business in this State under 
act of incorporation or general law of this State, now in force 
or which may hereafter be enacted, shall charge, ask, deman 
or receive any extortionate rate of freight or amount of com- 
pensation for the transportation of goods, merchandise or prop- 
erty on its road, or any of the branches thereof, or upon any 
road or roads which it has a right, license or permission to use, 
operate or control, or shall 6 any unjust discrimination in 
its charges as compensation for the transportation of goods, 


for the first offense, forfeit and pay the gum of $5,000; for the 
second offense, $10,000 ; for the third offense, $20,000; for the 
fourth offense, $50,000; and for each and every offenge there- 
after the sum of $100,000, to be recoveredin the name of the 
people of the State.of Illinois, in an action of debt, before an 
court in this State of competent jurisdiction : Provided, that 
= — yl this section either party shall have the right of 
al by jury. 
So. 2. If any such railroad company shall, in violation of the 
provisions of section 1 of this act, charge, ask, demand or re- 
ceive of any person or corporation any extortionate rate of 
freight or amount of compensation for the transportation of 
goods, merchandise or property on its roads, or shall: make any 
unjust discrimination against any persons in its charges there- 
for, the person or corporation so offended may, for each of- 
fense, recover of such company, in any form of action, the sum 
of $1,000 and costs of suit. 
Src. 3. It shall be deemed and taken as prima facie evidence 
of unjust discrimination and extortion in the rates of freight, 
under the two preceding eections, with intent to so discrimi- 
nate and extort, for any railrdad company or corporation to 
charge, ask, demand or receive for the transportation of goods, 
merchandise, or property on any railroad, for any distance, the 
game or any larger or greater amount, as freight or compensa- 
tion, than is at the same time charged, asked, demanded, or 
received for the transportation of like quantities of the same 
class of goods, merchandise or property over a greater distance 
upon the same road; or to charge different rates for receiving, 
handling, or delivering any such goods, merchandise or prop- 
erty at different points, on the same or connecting roads ; or to 
charge, ask, demand, or receive for the transportation of 
goods, merchandise, or property over any portion of such road, 
a ee amount as freight or compensation than is charged, 
asked, demanded, or received for the transportation of similar 
quantities of the same class of gcods, merchandise, or property 
over any other portion of the same road of equal distances; or 
to charge, ask, demand, or receive any greater rate of freight or 
compensation for the transportation of goods, merchandise, or 
property than a fair and reasonable rate. This section shall 
not be construed as to exclude any other evidence tending to 
noe unjust discrimination or extortion in the rates of 
freight. 
Seo. 4, Whenever it shall come to the knowledge of the Rail- 
road and Warehouse Commissioners, or either of them, either 
upon —— of any citizen or upon notice received from the 
Attorney-General, any State’s Attorney, or County Board of 
any county in this State, or otherwise, that any such railroad 
corporation has violated the provisions of this act, such com- 
plaint or notice being accompanied by the sworn statement of 
some credible person, showing the facts supposed to constitute 
such violation, it shall be the duty of said Railroad and Ware- 
house Commissioners to immediately commence suit against 
such railroad in the county where such violation occurred. 
And such Railroad and Warehouse Commissioners are hereb 
authorized, when the facts of the case presented to them shall, 
in their judgment, warrant the commencement of such action. 
to employ competent counsel to conduct such suit on behalf o 
the State. : 

Src. 5. In all cases under the provisions of this act, a pre- 
ponderance of evidence in favor of the plaintiff shall be suffi- 
cient to authorize a verdict and judgment by the plaintiff. 

Sxc. 6. All forfeitures recovered under the provisions of this 
act shall be paid into the State Treasury, by the person collect- 
ing the same, in the manner now provided by law. 

Sec. 7. An act entitled “An act to prevent unjust discrimina-. 
tions and extortions in the rates to be charged by the different 
railroads in this State for the transportation of freight on said 
roads,” sogrenst April 7, 1871, is hereby repealed; but such 
repeal shall riot affect or repeal any penalty incurred or mght 
accrued under said act, prior to the time this act takes effect, 
nor ony proceedings or prosecutions to enforce such rights or 
penalties, 

Sec. 8. Whereas, railroad companies and corporations in this 
State are guilty of extortion and uvjust discrimination in their 
rates of freight, whereby the interests of the people are suffer- 
ing, an emergency exists; therefore this act shall take effect 
and be in force from and after its passage. 





CHICAGO RAILROAD NEWS. 
Chicago & Alton. 


This company is making arrangements to complete a double 
track between this city and Wilmington, during the present 
season. The officers are preparing a statement which will show 
that within the past three years there has been an average re- 
duction of freight rates equai to 33 per cent,, and upon some 
items a reduction as high as 50 per cent. This report will show 
the. comparative freight rates of this co mtry and Europe, and 
it is contended that it will show a decided difference in favor 
of the Chicago & Alton, and, of course, for the same reason the 
comparison will bé favorable to: American roads in general. 
Since this company commenced suit against a number of per- 
sons who compelled the road to accept three cents a mile as 
fare, there has been no further trouble from the “ three-cent 
men.” They prefer to pay a little more than three cents rather 
than be subjected to the pereneotre losses and perplexities of 
becoming defendants in a railroad suit, 


Viaducts, 


, The question of railroad viaducts in this city has been par- 
tially settled, at least, by the Chicago, Burlington & Quincy. 
and the Northwestern roads agreeing to build a viaduct over 
Sixteenth street on Canal. The plans, it is estimated, will re- 
quire an expenditure of $92,000, which will be defrayed by the 
railroad companies. 


Milwaukee & St. Paul. 


Reports were current last week that the Pennsylvania Com- 
pany had made a coalition with the above, with relation to an 
interchange of traflic at Chicago, which was supposed to insure 
the Pennsylvania the bulk of the eastward traffic from this road 
and to secure to it the traffic of the Pennsylvania wherever the 
Chicago & Northwestern might be a competitor for it. But 
this report had not fairly got cold before another was published, 
to the effect that it was not the Pennsylvania that was em- 
bracing the St. Paul, but “‘a system of roads,” by which we 
shrewdly suapect that the guesser meant the Joy roads. 

This company has just commenced removing the old build- 
ings from ground which the company owns east of Union street. 
It is the design to commence-immediately a large freight build- 
ing which will stand exactly east of the one built last faH, and 

Jextend from Union to Desplaines street.’ The building will 
front north on Carroll street. Itis to be built in fireproof style 
and will be a very fine building. t 


Ohicago & Pacific. 


This company has laid about five miles of road from the 
point where the track stopped: last fall, and is laying this week 
at the rate of one mile per day.. Next week the company will 
pt on a regular passen 
nm the suburbs: along 
pleted to Elgin, 


Qhicago. & Paducah. ‘: 

The first annual meeting of this company was held in this 
city, March 19. It was stated that 50 miles of additional track 
would be laid the present soason, and that the work would 





° 


ger. train to accommodate the residents 
its line. The road will shortly be com- 











Norg.—Please write the answers on this sheet in the columns 
propriated for the purpose. In order that the Committee may te 





merchandise or property on its road, or any of the’ branches 
thereof, or upon any road or roads which it has aright, license 
‘or permission to use, operate or control, such company shall, 


obably be entirely completed in 1875. The Vice-President is 
Europe negotiating a sale of bonds. ; 
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General Mailroad Wlews. 


PERSONAL. 








—The Board of Trade of Kansas City, Mo., has passed reso- 
lutions very complimentary to Col. 0. Chanute, on the occasion 
of his leaving the Leavenworth, Lawrence & Galveston road to 
accept a position on the Erie. 

—Mr. 8. T. Corser has resigned his ition as one of the 
Railroad Commissioners of the State of wisine. 

—Mr. Samuel Schoch, formcrly Superintendent of the 
Houston & Great Northern Railroad, and since the consolida- 
tion of that road with the International, Superintendent of the 
Houston & Great Northern Division of the consolidated road, 
bas resigned his position and will leave Texas for the North. 


Mr. Schoch was for a long time Superintendent of the Morris & 
Essex Railroad. 








ELECTIONS AND APPOINTMENTS. 





—The Jacksonville (Fia.) Union says that Gen. R. H. 
Minty has been appointed Superintendent of the Florida Rail- 
road, now owned by the Atlantic, Gulf & West lndia Transpor- 
tation Company. General Minty was formerly Superintendent 
of the Louisville, New Albany & Chicago road, and lately of the 
Western Division of the Ohio & Mississippi. 

—Mr. Sprague Cheeney, late of the Western Union heen oe ae 
office in Kalamazoo, has been appointed Train Dispatcher of 
the Detroit & Milwaukee Railroad. 

—Mr. Charles E. Yates, for many years Superintendent of 
Telegraph of the Burlington & Missouri River Railroad, was 
presented with a fine silver tea set by the employees of his de- 
_ on retiring from the service of the company. He 

as accepted an ay ye as Superintendent of Telegraph 
of the Burlington & Missouri River Railroad in Nebraska. 

—At the annual meeting of the stockholders of the Momenie, 
Carthage & Northwestern Railroad Company, at Carthage, Mo., 
March 4, the following board of directors was chosen : Clinton 
B. Fisk, St. Louis; G: A. Cassil, W. 8. Tower, D. H. Budlong, 
Ezra Miller, L. P. aa ey Carthage, Mo.; Charles Mar- 
em Sarcoxie, Mo.; L. L, L. Allen, Pierce City, Mo. ; R. W. 

right, Oswego, Kansas. The board su! uently elected L. 
P. — President ; D. H. Budlong, Treasurer and Sec- 
retary. 

—At the annual meeting of the Peoria & Rock Island Rail- 
road Company, at Peoria, Iil., March 13, the old board of direc- 
tors was re-elected, as follows: Wm. Denison, B. E. Smith, Co- 
lumbus, O.; W. R. Hamilton, H. T. Baldwin, Valentine Dewein, 
W. H. Cruger, Peoria, Ill. ; 0. E. Page ei Ill.; 8. F. 
Otman, Fulton, Ill.; W. L. Wiley, Galva, Ill. ‘The board re- 
elected W. R. Hamilton, President ; B. E. Smith, Vice-President, 
and C. P. James, Secretary and Treasurer. 


—At the annual meeting of the Toledo, Peoria & Warsaw 
Railroad Company in New York, March 18, the following board 
of directors was elected: James F. Secor, Zeno Secor, Charles 
A. Secor, James W. Smith, Henry R. Secor. New York; John 
B. Brown, Portland, Me. ; Gustavus Ricker, Cincinnati, O.; W. 
H. Cruger, Wilbur F. Smith, Peoria, Ill. Messrs. H. R. Secor 
a W. F. Smith are new directors, replacing H. Hill and G. C. 

stor. 

—At the annual meeting of the Erie & Genesee Valley Rail- 
road Company at Dansville, N. Y., recently, the following board 
of directors was elected: Charles Shepherd, Alonzo Bradner, 
George Hyland, Anthony T. Wood, Jonathan B. Norey, “| J 
T. McNair, Hugh W. McNair, Francis M. Perine, Joseph W. 
Smith, John A. Vanderlip, Olney B. Maxwell, Elihu L. Stanley, 
Daniel H. Fitzhugh. At ameeting of the directors the follow- 
ing officers were chosen for the ensuing year: Charles Shep- 
herd, President ; A. Bradner, Vice-President ; A. T. Wood, Sec- 
retary and Treasurer ; John A. Vanderlip, Attorney. 

The road is leased by the Erie Railway Company. 

—Mr. Thomas L. Foulkes, has been appointed Superintend- 
ent of the Utica & Rome Division of the New York Oswego 
Midland Railroad. Mr. Foulkes has been a conductor on the 
Midland and was formerly on the Rome, Watertown & Ogdens- 
burg road. 

—Mr. A. L. Pritchard, lately chosen Treasurer of the North- 
ern Pacific, was for many years and until wecrenety bay wee of 
the Chicago & Northwestern Railwey Company, before having 
been President of the Bank of. Watertown, Wis. 

—At the annual meeting of the Pittsburgh, Fort Wayne & 
Chicago Railroad Company, held in Pittsburgh March 19, Wil- 
liam B. Ogden, of Chicago ; Jesse L. Williams, of Fort Wayne, 
Ind.; and Louis H. Meyer, of New York, were re-elected direct- 
ors for the term of four years. George W. Cass, President, W. 
Hutchinson, Secretary, were also re-elected. 

—At the annual meeting of the stockholders of the Pennsyl- 
vania Petroleum Railroad mpemerse | at Titusville, Pa., March 
17, James B. Hodgskin was elec resident, and A. H. Steele, 
I. D. Barton, R. E. O’Brien, Thomas Warnock, W. B. Shattuc, 
John D. Dynes, John T. Waun, directors. The board subse- 

uently elected A. H. Steele, Vice-President ; James T, Blair, 
Seccttny ; F. A. Goddard, Auditor; R. E. O’Brien, Chief En- 

ineer. Mr. Steele, the former President, becomes Vice-Presi- 
ent. Mr. Hodgskin is Vice-President of the Atlantic & Great 
Western Railroad Company, which has leased the road. 


—Mr. Dickerman has been apenas Master Mechanic of the 
Rensselaer & Saratoga Railroad, in place of George E. Page, 
deceased. ° 

—Colonel D. D. Campbell has been chosen President of the 
Schenectady & Le oan Railroad Company, in place of 
Platt Potter, resigned. 

—Mr. Elmore P. Ross has been elected President of the 
Southern Central Railroad Company. 


—Mr. E. J. Rauch, formerly train dispatcher at Reading on 
the Philadelphia & Reading road, has been appointed General 
Dispatcher on the —— & Broad Top Railroad, with 
headquarters at Saxton, ford County, Pa. 

—Mr. H. H. Given is Assistant Saperinten tees, Mr. G. D. 
Root Accountant and Cashicr, and Mr. J. W. Nesmith Master 
Mechanic, of the Colorado Central Railroad, T. E. Sickels, of the 
Union Pacific, being Chief Engineer and Superintendent. 

—The earnings of the Great Westérn ere Canada for 
the week ending February 28 were: 1873, £22,278; 1872, £22,- 
005; increase, £273, or 13 percent. 

—The earnings of the Grand Trunk Railway of Canada for the 
week ending March 1 were: 1873, £29,400; 1872, £33,800; in- 
crease, £4,400, or 13 per cent. 

—At the annual meeting of the stockholders of the Stillwater 
& St. Paul Railroad Company, recently, OC. E. Furness, of St. 
Paul, Minn.; J. McCusick and b. Bronson, of Stillwater, Minn.; 
W. G. Moorhead, 8. M. Felton and Frank Clark, of Philadel- 

hia, Pa.; were chosen directors. David Bronson was chosen 

esident, S. M. Felton, Vice-President, T. M. a Ss. 

and H. R. Murdock, Secretary. The roadis leased by the Lake 
Superior & Mississippi Company. 

—Mr. P. B. Loomis oe ne ng emeed bs D. L. 

uirk, Vice-President o e or ‘ayne & Logans- 
-- rt Railroad Company, formed bry consolidation of the De- 
Kroit, Hilladale & Indiana, the Detroit, Eel River & Illinois and 
the Fort Wayne, Jackson & Saginaw Company. ‘Mr. Loomis 


of the second company. 
—Mr. Thomas R, 8 
Transportation of the timore & Ohio 
cancy caused by the death of W. Prescott Smith. Mr. 3 


his death, 








TRAFFIC AND EARNINGS, 





1872, $9,430.31; increase, $5,446.49, or 57{ per cent. 


the year ending September 30 were as follows : 
Pass oiidis occscandwercasdaseibie pubbides égenenan $4,089 
Pin n0k occbansicoske. \ echaeherreansonaeonbneavenchnts 115,573 
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is 20 miles long, with a branch four miles long. 


ment freight. 


or 6 per cent. 


been organized b 
tors: W. D. Smi 


T. B. Cabeen and T. Gla 
burg, Ill. ; W. E. Gook, the Hon. G. L. Fort and F. Gage, 


Secretary. 








ANNUAL REPORTS. 
Huntingdon & Broad Top. 


Run, one mile, making 583 miles of ro t is continued 


ilroad Company. 
The earnings for the year 1872 were as follows: 
Passengers 


17,094 tons pig iron, and 17,281 tons general freight. 
The oquipasant of the road is 2s ives 


of that road or of private operators. 
A large increase in business, mainly in Cumberland coal, 


To meet this, eight new locomotives have been e 


road, and it is intended to lay the main track wi 
the next three years. 


Houston & Great Northern. 


ing the year was 94 miles. 
. an earnings for the year ending November 30, 1872, were 
‘ollows : 


The earnings were at the rate of $2,774 per mile. 


for the com x 
The Houston Tap & Brazoria road 


the Houston Tap & Brazoria, has also been purchased. 








OLD AND NEW ROADS. 


Pittsburgh, Fort Wayne & Chicago. 


rcised the rights of ‘a corporation in that State. 


aggrega’ 
ar of the road, exclusive of the two 


since the decision of the Supreme of Ohio, 





has been President of the last named and Mr. Quirk President 


has been appointed Master of 
road to fill a va- 


harpe 
was Assistant Master of Transportation before Mr. Smith's 
death, forsome time, and has been acting in his place since 


—The earnings of the St. Louis & Southeastern mr | 
(consolidated) for the second week in March were $24,074.01. 
The earnings of the St. Louis Division were : 1873, $14,876.80 ; 


—The earnings of the Catasauqua & Fogelsville Railroad for 


119,662 50 
£6,800 64 


The earnings were at the rate of $4,986 per mile. The road 


—The earnings of the Kansas Pacific Railway for the second 
week in March were: from passengers, $25,187.05; freight, 
$44,876.36 ; mails, $2,055.31 ; total, $72,118.72. Of this amount 
$2,228.00 was for transportation of troops, mails and govern- 


—The earnings of the Erie Railway for the week ending 
March 15 were : 1873, $416,838 ; 1872, $393,120 ; increase, $23,718, 


—The Keli eete. Lacon & Eastern Railroad Company has 
e election of the following board of direc- 
neey, of Keiths- 


nm, Ill. ; and W. F. Ritchie, of R. P. Morgan & Co., Chicago. 
W. E. Cook, of Lacon, was elected President; W. D. Smith, of 
Keithsburg, Vice-President, and C. A. Frick, of Keithsburg, 


This road extends from Huntingdon, Pa., on the Pennsylva- 
nia Railroad, south to Mount Dallas, 44 miles, with branches to 
Shoup’s Run, 94 miles, to Six Mile Run, 4 _— and to Sandy 


Cumberland, Md., by the recently opened Bedford & Bridge- 
rt road, which is leased and operated by the Pennsylvania 


Freight and coal : 51,451 
Express, mail and miscellaneous .... ............eeeeeeeeeee 15,057 








The earnings were at the rate of $5,293 per mile. The trains 
transported :59,126 passengers and 449,748 tons of freight, of 
which 318,372 tons was coal, 97,001 tons iron ore and lime, 


locomotives, 5 baggage, 6 
| wry > ed and 116 coal cars. The freight business is generally 
one in cars of the Pennsylvania Railroad, and the coal in cars 


expected from the opening of the Bedford & eg ey = 
on the 
steel during 


This company owned at the date of its report, November 30, 
1872, a road from Houston, Tex., north to Crockett, 115 miles, 
with a branch from Phelps to Huntsville, eight miles. Since 
the date of the report the road has been extended to Palestine, 
37 miles beyond Crockett. The average mileage operated dur- 


Passenger and freight trains ran 86,211 miles, and construc- 
tion trains 37,146 miles, a total mileage of 123,357. The trains 
carried 24,819 passengers, and 36,583 tons of freight, of which 
24,580 tons was lumber, and 2,639 tons, or 10,556 bales, cotton. 
The trains also transported 18,620 tons of construction material 


50 miles long, from Hous- 
ton to Columbia, has been acquired by purchase, and is receiv- 


ing the n repairs to put it in operation. The franchise 
of the Victoria x Columbia Railroad, a proposed extension of 


At the annual meeting in Pittsburgh on the 20th, the Presi- 
dent, Gen. George W. Cass, submitted a verbal report, in which 
he stated that the most important matter transpired during the 

ear was the decision of the Supreme Court of Ohio in what was 
nown as the quo warranto case, which was brought for the 
perpen of compelling the company to show by what age 
hey exe e 
desksion was adverse to the interests of the company in some 
particulars, and decidedly favorable in others. Under the au- 
thority given by a resolution that ‘ Betterment Bonds” to the 
fie of $2,000,000 had been issued to the lessees to reim- 

burse them for repairs and for bettering the condition of the 
road, the lessees asked for authority to spend $2,000,000 addi- 
tional for adding to the rolling stock of all kinds, enlarging the 
shcps, purchasing new tools, and making extensive repairs, &c. 

The eesees report that the aggregate net earnings for the 
branches, reached $9,839,- 


and the total, including the two branches, was $10,336,000, 
or five times as much, the General stated, as he ever expected 
they would reach when he assumed charge of the co: ted 
road in 1866. Another 


important question has been raised 
Court previously 
|. ferred to, had been rendered. It was whether under that de 


—_ —— 
cision the Ohio stockholders would be compelled to list their 
stock in that State for taxation. If were, it would force the 
stockholders to relinquish their stock, which would be alike 
prejudicial to their interest and a loss to the State. There had 
teen paid during the year, of old debts, a little less than $150,- 
000, the main item of which sum was the amount due the Cleve- 
land & Pittsburgh road on a contract for a division of receipts. 

The President referred to the effect of the past winter on 
railroads and machinery, and remarked that the past four 
months were the most severe ever experienced since 

ted in this country. The Pittsburgh, Fort 
Wayne & cago Railway had met the tate of other roads, 
the track having been injured and the mean impaired. 
The lessees promise that as soon as the weather will permit the 
track will be put in first-class condition and the machinery re- 
stored. Reference was then made to the extraordinarily large 
amount of business which had been and is being thrown upon 
railroads, the necessity of providing additional facilities in the 
way of tracks, sidings and equipment in order to accommodate 
the business offered” The lessees of the road recognizing this 
necessity, had asked authority to construct a double track 
along the entire length of.the road. The request had not yet 
been acted upon by the board, but would be at an early day. 


Ohicago & Southwestern—Atchison Branch. 
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Rise i> tginintbewd +n) Sache pemean hdeetp “is $32,861 86 The bondholders in German : 
bo y and Holland are endeavoring 
RE OP i QO Din.ssosinccconsscccteeeh 4005. as . 25,614 00 jnan iation for the protection of their interests, the 
IR ibs ia 5b. 9 dhs cde bas cba sdbsdelpvesdeteess $7,247 86 | last coupon not having been paid, and are sending their bonds 


to banking houses and giving them authority to act in the cage. 
Probably a foreclosure will not be attempted until after con- 
siderable negotiation. , 


QOanada Southern. 

The officers of this road have recently completed an inspec- 
tion of it. It is said that regular trains will run over it between 
Buffalo and Toledo about the 1st of June. 


Chicago & Iowa. 

A special meeting of the Chicago & Iowa Railroad Company 
was held in this city March 22, there being represented 12,280 
shares of stock. The following named directors were elected : 
F. E, Hinckley, J. M. Walker, A. T. Hall, Robeit Harris, P. B. 
Shumway. Watson and N. Bickley hold over by Aree 
ment of the Governor. The directors met soon afterwards and 
elected F. E. Hinckley, President, J. M. Walker, President of 
the Chicago, Burlington & Quincy, Vice-President, and A. Pick- 
ard, Secretary. The new board of directors, it will be seen, is 
largely composed of men connected actively with the Chicago, 
Burlington & Quincy Raitroad. 

Dividends. 

The Panama Railroad ee divides 3 per cent. for the 
queer ending March 31, payable Ageil 1. ‘Transfer books 
diosed March 40 and will be reopencd April 8. 


of 


Syracuse & Ohenango Valley. 

We are indebted to Mr. Elisha C. Litchfield, one of the di- 
rectors of this company, for calling our attention to the fact 
that the statement of the bonded debt, etc., credited to this 
road in our number of March 22, should have been under the 
head of “ Syracuse Northern.” Mr. Litchfield informs us that 
the bonded debt of his peag ove J is only $500,000, and that there 
is no second mortgage on the road. length of road com- 
pleted, from Syracuse to Earlville, is 42 miles, instead of 27. 


Liberty & Vienna. 


to 


eg OO ET eT ee 310,952 : 
doing ts he + ngage tect ip hk kta! gas ’ The telegraph reports that two of the principal stockholders 
eo en elading taxes (70% Per cent. OF 292 | of this company, with a large force of men, on the afternoon 
° ‘ of the 25th, forcibly took possession of this road, which had 
hs iso coscakessanccscccackhostecaescesteek $92,160 | been for some months in possession of the Ashtabula, Youngs- 


town & Pittsburgh sy wer by virtue of an injunction which 
expired that day. The latter company made a contract for the 
purchase ot the Liberty & Vienna road about a year ago, and 
claims to have completed the purchase, which the Liberty & 
Vienna coment denies. The latter company is controlled by 
the Atlantic & Great Western. The road is a coal line eight 
miles long. The Pennsylvania Company controls the Ashtabula: 
Youngstown & Pittsburgh Company. : 


Milwaukee & 8t. Paul. 

The Wisconsin Legislature having passed the bill authorizing 
this company to build a bridge over the a at La 
Crosse, it was a Governor Washburne, chiefly on the 
ground that it —— to override the action of the general 
government, which urisdiction in the case. The lower 
house thereupon passed the bill over the veto, but it failed in 
the Senate and is consequently lost, for this year at any rate. 

This company has taken up the winter bridge over the Missis- 
sippi, a short distance above La Crosse, Wis. 


La Orosse & Minnesota Bridge. 

The bill chartering this company, which proposes to build-a 
railroad bridge across the Mississippi at Crosse, Wis., on 
the location adopted by the government engineers and rejected 


_osengees enehtonpanemabepisen jeeeey =a! 'Ssosseneupipess hatninns ayrd by the Milwaukee & St. Paul Company, has become a law. 
Miscellaneous... .... UTIL IILSUIIN ©'ee7 | Western Maryland. 
wad $200,767 — Fay ee ee ee “ - + of a - made a 
ee emcee eeeee cee eee ee ssesseeeresseeseees seeseseses . repor e City uncil o imore, ex nin ciencies 
Operating expenses (683% per cent. of earnings).............. 488 ant ctating the embarrassments ot the compenge The report 
Net earnin Y " $81.329 | Shows that the estimate mates Se President and directors of 
IIIT Netnccadeinsneptiastameensbnialahe Og 25,999 | the road to complete it from Baltimore to Williamsport, in a re- 


we dated December 5, 1871, was i nate for that purpose. 
hat report was based on the estimate of the Engineer, which 
has since proved inadequate. It was estimated that there 
would be rails left on hand, after laying the track to Hagers- 
town, of the value of $38,000, but it was afterwardsfound that 
the iron was not sufficient to lay the track to that point. A late 
estimate of the Chief Engineer places the amount required to 
complete the road to Williamsport at $487,746. By the Treas- 
urer’s report of September 30, 1872, there remained of the one 
million the sum of $400,865.64. To make this sum, how- 
ever, city stock to the amount of $332,700 was put at par, while 
in fact not more than 97 could then have been obtained for it. 
The actual balance in money, therefore, at that date was some 
$390,000. Of this there was due for equipment previously con- 
tracted for $22,500, leaving available for construction the sum 
of eae a or $120,246 less than the estimated cost of complet- 
ing the road. 

Sat even this insufficient sum the company could not use ex- 
clusively for the construction of the new road, as it was neces- 
sary to ye $75,000 to $100,000 for new iron to repair the 
old track, which was unsafe. The expenditures for this pur- 
pose will not probably exceed the smaller sum, viz., $75,000, 
so that there will remain of the one million loan available for 
completion of the road $292,500, or nearly $200,000 less than the 
amount believed to be necessary. 

The report then urges the importance for pontine ways and 
means for the completion of the road, for the reason that the 
arrangement whereby provision was made for funding the over- 
due coupons of the first and second preferred moenee bonds 
in ten-year certificates terminated after the first of January of 
the current year. Under this arrangement overdue coupons on 
a large amount of bonds of both issues.have been fun while 
holders of others, through refusing to fund, have refrained 
from poms for payment, in the hope of the early comple- 
tion of the road. 

On the ist of July the company will be called upon to pay. the 
interest on both issues of bonds, which, in its incomplete eon- 
dition, it will not be able to do. If the road is completed the 
holders of overdue coupons will feel it their interest to Wait 
re | and ascertain the real value of the coal trade open to the 
le ‘road. On the other hand, a foreclosure under the midrt- 
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gages may be apprehended, both of which are of prior lien 
to the one the city has to secure its advances. ‘The*fore- 
closure would force the city to buy the road at.an expenditure 
of one million of dollars. The bonds issued in the second 
preferred mor e, Which remaiu unsold, amount to $178,500, 
which bave been Se for temporary loans amounting 
go $88,954. Ithas been impossible to sell these bonds at a fair 
rate, and the report asks the Council to consider whether the 
city commissioncrs of finance should not become purchasers, 
The committee also asks that the city should buy of the com- 
pany the $200,000 of endorsed bonds now held by. the City 

egister in the sinking fund. 

lf these suggestions be carried out, the committee believes 
that the road can be completed during the coming summer. 


New York, Boston & Montreal. 

This company reports that Bischoffsheim & Goldschmidt of 
London have negotiated $6,250,000 of its first mortgage bonds. 
These bonds were offered at 85. The whole loan was $12,250, 
000, of which $6,000,000 have been reserved for the redemption 
of the bonds of the Datchess, & Coiuoibia and Harlem Exten- 
sion roads. When this is done, the new bonds will be a first 
mortgage on the entire road. 

The officers report that they have contracted for rails enough 
to lay 60 miles of track, 20 locomotives, 50 passenger and 1,000 
freight cars, and that the road will be completed to — 
Bridge as soon as possible. Pending the construction of the 
Gilbert Elevated 10ad a line of fast steamboats is to be run from 
High Bridge to some point near the Wall street ferry in New 
York, in connection with the trains of theroad. Arrangements 
are being made for a branch line from High Bridge to Port 
pegs - = the East River, where wharves for heavy ireights are 
to uilt. 


Flint & Pere Marquette. 

This company has purchased six locomotives from the Taun- 
ton Locomotive Works, three of which have already been de- 
livered. . During the past four months 350 new freight cars 
have been turned out from the company’s shops at Saginaw. 
These shops have also nearly completed two “ palace cars” for 
the line between Detroit and Saginaw. 

The grading of the extension from Reed City to Ludington 
is progressing well and track-laying will soon commence. 

he final arrangements have been mado for running connec- 
tions with the Port Huron & Lake Michigan road at Flint. 


Northern Vermont & Lake Champlain. 

The directors of this company have decided to build an in- 
dependent line from Burlington, Vt., northeast toa junction 
with the Vermont Division of the Portland & Ogdensburg, pro- 
vided the necessary funds can be obtained. 


Leavenworth, Lawrence & Galveston. 


Trains on this road- now start from and arrive at Leaven- 
worth, Kan., instead ofLawrence as heretofore. 
Oontinental. 

The New Jersey Legislature has passed the bill authorizing 
the consolidation with this company of the New Jersey Tube 
Transportation Company. ‘This, it is said. will give the Conti- 
nental Company authority to construct a line across New 


Jersey. The line proposed would be nearly parallel to and 
north of the Morris & ex road. 


Detroit, Fort Wayne & Logansport. 

The boards of directors of the Detroit, Hillsdale & Indiana, 
the Detroit, Ee! River & Illinois, and the Fort Wayne, Jackson 
& Sagivaw railroad companies have agreed upon a consolida- 
tion of their respective companies under the above name. 
The Detroit, Hillsdale & Indiana road extends from Ypsilanti, 
Mieh., on the Michigan Central, 30 miles west of Detroit, 
southwest to Banker’s, 65 miles. The Fort Wayne, Jackson & 
Saginaw extends from Jackson, Mich., a little west of south to 
Fort Wayne, Ind., 100 miles, connecting with the Detroit, 
Hillsdale & Indiana at Banker’s and the Detroit, Eel River & 
Illinois at Auburn. The Detroit, Eel River & Dlinois extends 
from Auburn, Ind., southwest to Logansport, 79 miles. The 
consolidated line forms a road from Ypsilanti to Logansport 
188 miles long, with branches from Banker’s north to Sectuen. 
$2 miles, and from Auburn south. to Fort Wayne, 24 miles—in 
all 244 miles of road. The roads have been worked together as 
a line from Detroit to Indianapolis, using, however, 30 miles of 
the Michigan Central from Detroit to Ypsilanti, and 83 miles 
* the Indianapolis, Peru & Chicago, from Denver to Indiana- 
polis. 


Boston & Maine. 


_ The Supreme Court at Portland, Me., granted an ex parte in- 
junction, March 18, at the request of the attorney of this com- 
pany, to restrain the Maine Central Rai trains from passing 
the ary Maine Exchange Gatien in Futons geen foking 
up and deliverin sengers, e and freight to and from 
the Boston & Maite } Railroad, nog 5 

The following statement of the origin of the controversy be- 
tween this company and the Maine Central is given by a corre- 
spondent of the Portland (Me.) Argus: 

‘Little more than a year ago the Maine Central Railroad 
Company succeeded in making a contract with the Eastern 
Railroad Company, whereby the Eastern Railroad agreed to 
carry all freight (coming from or going to all stations on the 
Maine Central Railroad) between Portland and East Boston for 
$1.80 per ton, and all passengers between Portland and Boston 
for $1.50 each, and whereby the Eastern Railroad were to pay 
the Maine Central Railroad $1.50 per day for the use of Maine 
Central Railroad freight cars. Since this contract was made it 
lias appeared to be the desire of the Maine Central Railroad to 
effect a similar contract with the Boston & Maine Railroad. 
The managers of vhe Boston & Maine have never believed this 
contract to be a fair division of the amounts received for the 
transportation of passengers and freight, and have therefore 
refused to become a party to it. The Maine Central Railroad 
managers have insisted upon this contract being taken by the 
Boston & Maine, and because it has not been so taken have 
endeavored to drive the Boston & Maine to the acceptance of 
its terms.” 


Vermont Central. 


In the suits ag: inst the managers of this road at St. Albans, 
Vt., March 21, the Court decided not to grant the petition of 
the Vermont & Canada Company for a peremptory order com- 
pelling the Central managers to pay the arrears of rent.due for 
the Vermont & Canada road, on the ground that the Court 
could not compel the payment unless there were funds to meet 
it, and as it would require an ——- which would take a 
long time to ascertain if there were any funds, the peremptory 
order could not be granted. After this decision, the other 
suits, including the petition for the removal of the managers, 
were withdrawn. 


Cairo & Fulton. 

Work has commenced at Greenfield’s Landing, Mo., opposite 
Cairo, Til. Track laying will shortly be commenced on the line 
from Poplar Bluffe, on the Arkansas branch of the Iron Moun- 
tain road, to Greenfield's. 


Blue Ridge. 


The Charleston (S. C.) News says: 
“The end of the war found the ‘Blue Ridge Railroad with 40 
miles of. completed line, representing, with unfinished tunne}s 


end other like work, a cost of between 


000,000 and 
There was a small floatin 


$2,000,000. 
debt, and it was estimated that it 


bonds of the road to the amount of $4,000,000, upon condition 
that $3,000,000 of the $4,000,000 should not be sold at less than 
par. The bonds were issued, some show of. work was made, 
and, at the Legislative session of 1871-72, it was asked that 
the State pay the debts of the company, retire and cancel the 
indorsed bonds, and rejinquish the lien which was the State’s 
only security. The bill was passed, and $1,800,000 of revenue 
bond scrip, receivable in payment of taxes, was authorized to 
be issued to the company upon surrender of the indorsed 
bonds. * * * An associate justice of the Supreme Court and 
a Circuit judge decided that the issue of the scrip was in viola- 
tion of the constitution. This cause is still pending in the Su- 
prewe Court, but the scrip has been emitted, and the Blue 

idge Railroad Domeeny. has had the spending of it. This, in 
brief, is the history of the Blue Ridge Railroad Company since 
the war. A few words more will make the situation perfectly 
clear. The capital stock of the company is $2,500,000, of which 
the State held $1,300,000, and the City of Charleston holds 
$1,000,000. The State stock was bought for $13,500 by Mr. J. 
J. Patterson and others, who thus obtained, as holders of the 
majority of the stock, entire control of the road. * As 
the case stands, the city has no effective voice in the manage- 
ment of the Blue Ridge road, and the $1,000,000 of stock threat- 
ens to be worth the price of waste paper.” 


New York & Oswego Midland—New Jersey Division. 
Improvements are being gradually made onthe road. The 
long trestie near Hackensack has been filled in with sand from 
the pits at Sandy Hill, in Paterson. The trestle at Hawthorne 
and that between Hackensack and Maywood are tv be filled in 
next. The cut at Riverside is being widened to 20 feet. Anew 
be has just been completed at New Durham. 

he traffic in iron ore is increasing faster than the company 
can supply cars to transport it. This ore traffic comes mainly 
from the mines at Stockholm and Charlottenburg. 


Southern Ohio. 


The surveys of this road have been completed. The road is 
to extend from Huntington, W. Va., the western terminus of 
the Chesapeake & Ohio road, through Portsmouth, Hillsboro 
and Wilmington to Dayton, Ohio, a distance of 155 miles. At 
Dayton, connections will be made for Indianapolis and by the 
Dayton & Union and the Columbus, Chicago & Indiana Central 
for Chicago. It is reported that the road can be built on this 
line at a reasonable cost and with very light grades. The line 
from Huntington to Portsmouth, 46 miles, it is proposed to 
build and use in common with the proposed line from Hunting- 
ton to Cincinnati. It is also proposed to build a branch, or 
loop line, mainly for coal and iron traffic, from Huntington, by 
way of Symmes’ Creek Valley, Jackson and Piketon to tho main 
line again at Hillsboro. 


Jackson, Lansing & Saginaw. 
A movement is on foot, among the lumbermen along the 
line of this road, to build a parajlel and competing raiiroad. 
They claim that the rates of freight charged are so high as to 
prevent them from doing business. 


Qanada Pacific. 

A surveying party recently arrived at St. Paul, Minn., on 
their return toCanada. The party had surveyed the line from 
Nipigon to Fort Garry, 420 miles, and stated that they had 
found a very good line. 


Bonsack’s & Clifton Forge. 


Committees have been appointed by the cities of Norfolk, 
Petersburg and Lynchburg to take steps for the construction of 
this road, which will connect the Chesapeake & Ohio with the 
Atlantic, Mississippi & Ohio at Bonsack’s, 48 miles west of 
Lynchburg. 


Ohesapeake & Albemarle. 


This conoray purposes to build a narrow-gauge railroad 
from Suffolk, Va., the crossing of the Seaboard & Roanoke and 
Atlantic, Mississippi & Ohio roads, south to Edenton, N. C., 
about 48 miles. The road wiil pass just east of the Disma 
Swamp, through a thinly peopled but not unfertile country. 


T1e. 

On the afternoon of March 21 the passenger depot in Jersey 
City took fire, and a high wind prevailing at the time the fire 
quickly extended to the ferry house and freight houses adjoin- 
ing. Two freight houses, used for eastern-bound freight, were 
entirely destroyed, as was the ferry house. The passenger 
house was entirely ruined, about two-thirds of it being de- 
stroyed and the remainder so much damaged that it will have 
to be torn down. Two of the wharves were also so much dam- 
aged that it will be necessary to rebuild them. The books and 
papers were all saved, and the passenger cars in the house wére 
allrun out in time to save them, but one of the switching en- 
gines was badly damaged. The buildings destroyed were all of 
wood and not very valuable, but the freight houses contained a 
large amount of freight, most of which was destroyed, though 
some 600 bales of cotton were thrown into the river and saved 
in a damaged condition. The most reliable estimates place the 
loss at about $250,000, which is said to be covered by a floating 
policy of insurance. 

Some delay to travel was caused, mainly by the destruction of 
the ferry house, which prevented the boats from landing for 
some time. Temporary arrangements have been made, and the 
buildings destroyed will be quickly replaced. 

St. Paul & Sioux UVity. 

The President of this city has proposed to the Mankato 

(Minn.) Board of Trade to build a branch of his road from 


Good Thunder south to Blue Earth City, 36 miles, provided 
town bonuses to the amount of $150,000 are voted. 


Mankato & Wells. 
It is stated that a New York company has offered to build the 

Eechoesd road from Mankato, Minn., southeast to Wells, on the 
uthern Minnesota road, about 35 miles, provided the towns 

along the line will re-vote the bonuses formerly offered for this 

road, which lapsed a year ago. These bonuses amounted to 

000. 

Massachusetts Oentral. 

The Springfield (Mass.) Republican says : 

**President Stone of the Central Railroad declines to have his 
road made responsible for a line from Amherst to Deerfield, and 
emphatically declares the cman is building a road from 
arog Brook station in Weston to Northampton, and nothing 
else.” 


Galveston, Harrisburg & San Antonio. 

The Credit Foncier Company of London advertises for sale 
$1,200,000 first-mortgage bonds of this company. These bonds 
are part of an issue of $1,700,000, or $20,000 per mile, on 85 
miles of the road now completed, the balance of $500,000 being 
reserved as security for a like amount borrowed from the school 
fund of Texas. The bonds are to bear 6 per cent. interest in 
gold, and are offered for sale at 72. The proceeds are to be 
used in the extension of the road from its present terminus at 
Se Texas, to or towards the proposed terminus at San 

ntonio. 


Fredericksburg, Orange & Oharlottesville. 

Work on this road, interrupted by the severity of the winter, 
will shortly be resumed. The company has applied to the Vir- 
ginia Legislature for an amendment to its charter, allowing it 
to extend its road from Fredericksburg east to Mathias Point 
on the Potomac, about 25 miles, and from Orange Court House 





would take imeae 


or $8,000, to complete the road. In 
1868, the Le slature agreed that the State tould indorse the 





Pope's Creek line of the-Baltimore & Potomac. It is said that 
if the necessary authority is obtained, the Orange, Alexandria 

Manassas Company will assist in the construction of the line 
from Orange Court House to Charlottesville, as that company 
desires a new line between those two points, independent of 
the Chesapeake & Ohio, whose line it now uses from Gordons- 
ville to Charlottesville. 


Springfield & Longmeadow. 
The city council of Springfield, 
to this company. 


New Bedford & Fall River. . 


This company was organized at New Bedford, Mass., March 
20, and purposes building a railroad between the two places 
named, a distance of 15 miles. 


Union Depot at Oolumbus, 0. 
The plans for this depot have been finally agreed upon by 


the companies interested, and proposals for its construction are 
advertised for. ; 


Pekin, Lincoln & Decatur. 

A dispatch from Springfield, Ill., dated March 21, says: “A 
very important case, which has been pending before the court 
in this county on a change of venue from the county of Logan, 
has just been compromised. The county voted $300,000 in aid 
of the Pekin, Lincoln & Decatur Railroad Company, which 
passes through the county, but subsequently the election at 
which the aid was voted was found, or nego to be found, in- 
formal, and the county authorities resisted the suit to cause the 
delivery of the bonds. They, however, now agree to issue bonds 
for $160,000, for which they willbe credited as if issuing the 
original amount. Each of the parties pay their own share in 
costs incurred.” = 


Ohicago & Northwestern. 
Work on the branch road from the Escanaba Extension to the 
Menomonee iron mines has been commenced. It is said that 
this branch will eventually be built north to Lake Michigammi, 
and that 30 miles will be built this season. ; 


Grand Rapids & Indiana. 
A branch about 10 miles long from Clam Lake northeast to 
Muskrat Lake, is to be built this summer. 


Michigan Lake Shore. 

The stockholders of this company have ratified the action of 
their directors in issuing $320,000 of preferred 8 per cent stock, 
the avails of which are to go to pay off indebtedness and to buy 
additional equipments, and bnild the line to the river at Grand 
Haven. It was also determined to lease the road to the Penn- 
sylvania Company. The road extends from Allegan, Mich., 
north to Muskegon, 46 miles, and will form an extension of the 
Mansfield, Coldwater & Lake Michigan, when the latter line is 
completed. 


Central Pacific, 


This company is offering for sale in London, through Speyer 
Brothers, $2,000,000 in bonds, being part of the issue secured 
on the California & Oregon Railroad. The total amount author- 
ized on the California and Oregon is $40,000 per mile, or $13,- 
200,000, of which $6,000,000 bas already been issued. These 
bonds bear interest at 6 per cent. and are sold at 794 gold. The 
whole length of the California & Oregon Division will be 330 
miles, of which 151 miles is now in operation. 


Pennsylvania Petroleum. 

This road was transferred to the Atlantic & Great Western 
Company, March 17. The general offices wi)] be removed from 
Titusville, Pa., to Meadville as soon as possible. Work on the 
road is to be pushed forward, and it is to be completed to Erie 
as soon as possible. 


Missouri, Kansas & Texas. 
It is said that the extension of the Osage Division from Paola, 
Kan., west through Ottawa and the Marais des Cygnes Valley 
to a junction with the Neosho Division, will soon be put under 
contract. The Osage Division now extends from Holden, Mo., 
on the Missouri Pacific, west to Paola, Kan., 53 miles, and has 
no direct connection with the company’s other lines. The ex- 
tension would be about 85 miles long, : 
Work on the bridge over the Missouri at: Boonville, on the 
extension of the main line from Sedalia, Mo., to Moberly is pro- 
gressing well. Tracklaying has already begun at Sedalia. 


Ohicago & Michigan Lake Shore. ' 
Arrangements are being made to build a branch, six mileg 
long, from Richmond, Mich, west to Saugatuck. i 


Northern Oentral. 

It is stated that the connection of the Baltimore & Potomaé 
and Northern Central with the Philadelphia, Wilmington & 
Baltimore Railroad at Canton, near Baltimore, is nearly com- 
pleted, and the last rail connecting the Northern Central with 
the Philadelphia road will be laid about April 15. The con- 
tractors have commenced laying the track in the tunnel con- 
necting the Baltimore & Potomac with the Northern Central, 
and expect to have the line completed by the ist of May. 


Lynchburg & Danville. 

Contracts have been let for the tracklaying. Work is to 
commence April 1, and continue at the rate of 20 miies per 
month. 


Hamilton, Lacon & Eastern. 

This company, which propose building a railroad from Ham- 
ilton, Ill., opposite Keokuk, Ia., on a very direct line to Chicago, 
is preparing to commence operations in the spring. R. P. Mor- 
gan & Co., of Chicago, are the contractors. 


Keithsburg, Lacon & Eastern. 

This newly-organized company purposes building a railroad 
from Keithsburg, Ill., southeast through Galesburg to Lacon, 
there to connect with the projected Hamilton, Lacon & Eastern 
road. Surveys of the line are to be made at once. ‘ 


Montreal & Plattsburg. 


The Delaware & Hudson Canal Company took control of this 
road and the Whitehall & Plattsburg road, March 11. 


Burlington & Missouri River, in Nebraska. 

A circular from the office of this company, dated January 22, 
states that the construction account for the whole line of 241 
miles, including interest, amounted, November 30 ast, 
to $6,577,183.70, and the means derived from sales of bonds 
and stock subscriptions were $6,416,655. The earnings, which 
in 1871 were $225,829.01 and-in 1872, $466,495.75, after paying 
operating expenses, were applied tothe payment of interest. 
Since November 30, the company. has been called on to pay the 
final estimates on the western end of the road, for the_bridges 
across the Platte near Kearney Junction and near the Missouri 
River, and the maturing interest on its own bonds and those of 
the Omaha & Southwestern. These payments exceed the 
means derived from all sources by about $500,000. As it is be- 
lieved that the road will be self-supporting, it is proposed 
fund the balance due for construction, including interest, 
bonds to be: offered to. the stockholders. These bonds. are to 
be issued to the amount of $600,000, af 90 per cent. and ac- 
crued interest, are to be dated January 1, 1873, having ten 
years to run, to be registrable and to be convertible into stock 

interest day until January 1, 1882. The bonds aré to 


Mass,, has declined to vote aid 





southwest about 25 miles to Charlottesville.» At Mathias Point, 
Potomac with the 


connection will-be made by ferry across the 


on 
bear 8 pee cent. interest. The amount of the bonds being. 7 
per cent. on the capital stock, each stockholder is entitled: to a 
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$1,000 bond for 143 shares. “They are to be paid for in three in- 
stallments due February 15, March 15 and April 15. Stockhold- 
ers-not having shares enough to entitle them to a bond, can 
dispose of their rights or purchase rights from others. 

he total land grant of the company is 2,465,000 acres. Up 
to Januaty 1 the salés of land amoiinted to "695. EF acres for 
$2,482,547.76, an average of $8.42 per acre. 6 expenses of 
the Land Department have been about 50 cents per acre sold. 
The lands are generally sold on ten years’ credit, the purchase 
money payable in installments. 
4 The cost of the road, it appears from this statement, was $27,- 
291 per mile up to date of report. 


Wisconsin Midland. 


This company has recently been incorporated for the peepee 
of constructing a.railroad from Oshkosh up the Fox and down 
the Wisconsin Valley to Arena, on the Wisconsin River, and 
thence southwestward to Mineral Point and Dubuque. The in- 
corporators are Kdward Sargent and Col. J. L. Dorrance, of 
Oshkosh; Henry T. Hamilton and A. B. Hamilton, of Ripon, 
and D. L. Harkness, of Berlin, Wis. 


Texas & Pacific. 


A report of the Chief Engineer, to be considered at a direct- 
ors’ meeting April 4, announces the following facts: On the 
Southern Division 131 miles are completed and in process of 
completion; the piles across Trinity and Sabine rivers and 
other streams in this division are all driven and the piers up ; 
the ties are all delivered on this line, and 10 miles of iron have 
been received at Dallas and 25 miles at- Shreveport. Of the 
Trans-Continental Division 143 miles have been ed ; all the 
heavy bridging is completed, and one-fourth of the ties have 
been delivered. On the Jefferson Division 69 miles are graded 
and _ bridged ;--in all, 348 miles are in process of completion ; 
track-laying will begin this month. The company has built 100 
miles of first-class telegraph line, and has purchased 22 locomo- 
tives and 200 cars, and is now building other cars to be placed 
on trucks that have been ordered for that purpose. 


New York & Harlem. 


It is currently reported, and apparently with good authority. 
that all the part of this company’s property which is operated 
by steam—that is, all but the street line south of Forty-second 
street, New York—will be leased to the New York Central & 
Hudson River Company for 8 percent. on the capital stock. 
This has been the dividend paid from earnings regularly every 
year for seven years past, and the lease thus appears favorable 
to the lessors by the value of the horse railroad traffic. The 
use of this horse railroad is needed, however, by the steam 
railroad, as by it its freight cars have acvess to the down-town 
freight house on Centre street. _ 

Meetings. 

The Panama Company meets to elect 13 directors at its office, 
Nos. 59 and 61 Wall street. New York, April 7. 

The Atlantic & Great Western meets at Nos. 74.and 76 Wall 
street, New York, April 11, to take into consideration the lease 
of the Cleveland, Columbus, Cincinnati & Indianapolis Rail- 
Way. 

The annual meeting of the Chicago & Alton Company for 
the election of three directors for the term of three years, will 
be held at the company’s office in Chicago, at 10 a. m., April 7. 
jr ners books were closed March 24, and will be reopened 

pril 8. 

A special meeting of the directors of the Texas & Pacific Rail- 
way Company will be held on April 4, to consider matters pertain- 
ing to the road, and particularly the facts embodied in the re- 
port of the Engineer-in-Chief. 

The annual meeting of the stockholders of the Pacific Railroad 
Company of Missouri, will be held at the company’s office in 
St. Louis, March 381. 

Port Royal. 


Regular trains from Port Royal,S. C., to Augusta, Ga., com- 
menced running March 17. An excursion party passed over the 
road from Augusta to Port Royal, March 13, returning next day. 
The first shipment of cotton, 100 bales, from Augusta to Sav- 
annah, was made March 18. 


West Jersey. 


The track of the main line from Camden to Cape May is being 
put in thorough repair and relaid with new rails in many 


places. 
Gulf, West Texas & Pacific. 


Regular trains commenced running on this road from Indian- 
ola, Tex., to Cuero, 68 miles. . 


Memphis & Little Rock. 


A dispatch from Memphis, Tenn., says that this road was 
soldat Hopefield, Ark., March 17, by the trustee for the second- 
mortgage bondholders, Mr. Witt, of Cleveland, becoming the 
purchaser at $15,000 over and above the first-mortgage bouds 
and all liens of previousassurance, the second-mortgage bonds 
amounting in the aggregate to $3,181,000. 

The road extends from Hopefield, on the Mississippi opposite 
Memphis, to Little Rock, 131 miles. 


New York Oentral & Hudson River. 


This company advertises for proposals for the grading and 
masonry for two additional tracks on the main line from Albany 
to Buffalo. The work will be divided into sections and pro- 
posals received for the entire work on one or more sections, or 
for the grading and masonry separately. Profiles and specifi- 
cations can be seen after March 26, for the First Division (Al- 
bany to Syracuse), at the office of A. 8..C. Wurtele, Division 
Engineer, Exchange Block, Albany, and for the Second Divis- 
ion (Syracuse to Buffalo) at the office of W. A. Haven, Division 
Engineer, Rochester. Proposals will be received until April 10, 
aud the usual provisions as to security, etc., are made. 
Orange, Alexandria’ & Manassas. 

A joint meeting of the stockholders of this company and the 
Lynchburg & Danville Company is to be held in Lynchburg, 
Va.,.April 8, to complete the consolidation of the two com- 
panies, elect officers for the consolidated company and transact 
other necessary business. The act of the Legislature which 
authorized the consolidation provides that the name of the 


new company shall be the Washington City, Virginia Midland & 
Great Southern Railroad Company. 


St. Paul & Pacific. 


The St. Paul (Minn.) Press says of the suit against this com- 
pany: 

‘As a matter of fact the franchises and all the property of 
the Minnesota & Pacific Railroad Company were forfeited, by 
the terms of the deed of trust under which these proceedings 
are taken, to the State of Mionesota. Six hundred of the first 
mortgage bonds issued under the deed of trust, of the par valuo 
of $600,000, were delivered by the company to the State of Min- 
nesota in 1858 as security for the payment of an equal amount 
of bonds of the State issued to the company at the same time. 
And a supplement to the trust deed required that in case of a 
default by the company to pay the interest or principal of the 
State bonds issued to them, the trustees were required to fore- 
close the trust deed, or if they refused then the Governor of 
the State was to foreclose such trust deed, which he did in 
strict conformity with the terms of the trust deed and of the 
constitution and laws of Minnesota, on April 24, 1860, and thus 
all the franchises, land grants and oe of the road re- 
verted to the State, which in time regran them to the St. 
Paul & Pacific Company. Our own State courts have uniformly 
sustained the validity of the title of the railroad companies suc- 


ceeding to the franchises, grants, etc., perfected by the old 
cuueniee under the loan amendment of 1858, and the fact 
that thirteen years have elapsed since the foreclosure by the 
State, without any serious attempt to contest it.” 


Richmond, Chesterfield, Dinwiddie & Brunswick. 
This company asks the Virginia Legislature for a charter to 
construct a valieond from Richmond southwest past the Clover 


Hill coal mines, crossing the Atlantic, Mississippi & Ohio near 
Ford’s, and thence shrough Dinwiddie and B 


runswick counties 
to Ridgeway, N. C.; the —— of the Raleigh & Gaston and 
Roanoke Valley roads. ‘The length of the road would be about 


90 miles. 


Wheeling & Lake Erie. 

An injunction has been granted restraining the city of 
Wheeling, W. Va., from subscribing to this road or the Wheel- 
ing & Ohio Union Railroad. 

Marietta & Cincinnati. ; 

At the recent annual meeting the stockholders voted unani- 
mously to authorize the issue of fourth-mortgage bonds to the 
amount of $4,000,000, as recommended in the annual report, 
for the purpose of funding the floating debt, improving the 
road, providing new equipment, etc. 

The stockholders also ratified an agreement to sell the un- 
finished portion of the road, lying between Marietta and Bel- 
laire, to the Ohio Valley Railroad Company. 


Little Rock, Pine Bluff & New Orleans. 
It is reported that the track on this road is Jaid to Varner’s, 


within 24 miles of Pine Bluff, Ark., and 50 miles from Eunice, 
the eastern terminus. 


New Haven, Middletown & Willimantic. 

This company is now running freight trains from Middle- 
town, Conn., east seven miles to East Hampton, and from Wil- 
limantic west 10 miles to Turnerville. Only six miles of track, 
from East Hampton to Turnerville, remains to be laid to com- 
plete the road from New Haven to Willimantic. The laying of 
this six miles, which, it is said will;be completed in about two 
weeks, will complete the new line from New Haven to Boston 
over the New Haven, Middletown & Willimantic (better known 
as the Connecticut Air Line) and Boston, Hartford & Erie 
roads. The length of this line from New York to Boston will 
be 212 miles, as against 234 by the Springfield route and 230 by 
the Shore Line. 


Lyme & Andover. 

The route of this pro railroad is from Lyme, Conn., 
north through East Haddam, Colchester and Hebron to And- 
over on the Hartford, Providence & Fishkill road, about 30 
miles. The southern half of the route is almost identical with 
that of the proposed Lyme & Colchester road. 


Northwestern Union. 


Track-laying has been resumed on this line between Milwau- 
kee and Fond du Lac. 


Detroit & Milwaukee. 


a rails are to be laid on the road from Detroit to Holly, 47 
mniles. 


Northern Oolonization Railway. . 

This company has advertised for proposals for the construc- 
tion of its road from Montreal, Canada, west to Aylmer, on the 
Ottawa River, 128 miles, with a branch from St. Therese, 25 
miles from Montreal, northwest 14 miles to St. Jerome, 


Des Moines Western: 


At a late meeting of the board, an offer to take bonds to the 
amount of $300,000 was accepted, and the proposition to change 
from the narrow to the ordinary gauge vas considered and held 
under advisement. 


Fox River Valley. 

The Circuit Court of La Salle County, Ill., has made perpet- 
ual the injunction restraining the collection of the interest on 
the bonds issued by the town of Ottawa in favor of this com- 
pany, whose road now forms the Fox River Valley Branch of 
the Chicago, Burlington & Quincy. 


Northern Pacific—Pacific Division. 

The work on the car shops at Kalama is progressing well, 
the ——- is nearly all in, and the shops will soon be in 
operation. 

FThe work of ballasting the 40 miles of road built last season 
is well advanced. 

The Kalama (W.'T.) Beacon says : ‘‘ The big slide which now 
covers the track at Helleti’s Cut, near Newaukum, will soon 
undergo a test of hydraulic idea to remove it, devised by H. C. 
Hale, Road and Train Master. It is = that about 7,000 
cubic yards now cover the track at this slide, which it is useless 
to attempt removing if worked with ordinary appliances. Mr. 
Hale is about to turn a number of elevated rill and spring 
branches into a concentrated channel, by which he will agpre- 
gate a volume of running water equal to about two cubic feet, 
with about twenty-five feet fall. Mr. Hale proposes to turn 
this stream upon the slide for the purpose ot ground sluicing 
the whole concern into an adjoining descent.” 


Wasatch & Jordan Valley. 


This Utah narrow-gauge road is nearly completed from 
Sandy Station on the Utah Southern to Granite, 10 miles. The 
road has received its first locomotive, from Dawson & Bailey, 
at Connellsville, Pa. 


Owosso & Northwestern. 


This road is to extend from Owosso, Mich., northwest to 
Frankfort, on Lake Michigan, 190 miles. The road has been 
graded 35 miles, and work will be resumed as soon as spring 
opens. , 


Susanville & Oroville. 


This proposed narrow-gauge road is to extend from Reno, 
Nev., west of north to Susanville, in Lassen County, Cal., about 
120 miles, with a branch 75 miles long to Oroville, in Butte 
County, Cal. Itis claimed that the road will pass through a 
good section of country, which is being rapidly settled. 


Memphis & Knoxville. 


A report —_ ne of this 8 — — the po 
expenditure to date, for all purposes, 70. ©, propos 
line of the road is from Memphis through Shelby, Fayetté and 
Hardeman counties to Bolivar—this being the First Division. 
The Second Division extends from Bolivar to Henderson Sta- 
tion, crossing the Mobile & Ohio Railroad 25 miles from Boli- 
var. The Third Division extends from Henderson Station, a 
distance of 293 miles, to the Tennessee River. East of the 
Tennessee River the contemplated route is through the 
counties of Wayne, Lawrence and Giles to Fayetteville, in Lin- 
coln Couuty, the present terminus of the Winchester & Alabama 
Railr ‘oad. 

Providence & Springfield, 

The grading on this road is about finished from Providence a 
little north of west to P , R. I, 20 miles, and this section, 
it is expected, will be opened to travel some time during the 
summer. Beyond Pascoag the line is not yet finally located, 
and three lines have been proposed. The first passes through 
Putnam, Conn., where it intersects the Norwich & Worcester 
fat —, Hartford & Erie roads, thence through North Ash- 

or’ es 


tford and Stafford Springs to Springtield. By this 
line, which is the most direct, the distance 1s 75 mailes from 





Providence to Some héavy work would be re- 
uired west of 8 Springs. The second line leaves the 

t near West Woodstock and passes through Brimfield to 
Palmer. By this linc the distance would be 80 miles, but it is 


proposed to use the Boston’ & Albany track from Palmer to 
Springfield, 15 miles. The third route proposed is from Pas- 
coag to East Thompson, thence to Southbridge, and th h 
Brimfield to Palmer.’ By this route the distance would be 
miles, but trains could be run from East Thompson to South- 
bridge, 18 miles, over the Southbridge Branch of the Boston, 
Hartford & Erie, and from Palmer to Springfield, 15 miles, over 
the Boston & Albany, leaving only 29 miles of new track to be 
built between Pascoag and Springfield. 


Oheraw & Darlington. 


The officers of this compauy state that the earnings of the 
road last year were 60 per cent. greater than by the previous 
report. Efforts are being made to extend the road from Cheraw 
north to Salisbury, N.C. It now extends from Florence, 8. C., 
north to Cheraw, 40 miles. 


Greenville, Columbus & Birmingham. 

A subscription of $40,000 has been made to this road by 
citizens of Winona, Miss. Werk is to be commenced on the 
the road at once. It will extené from Greenville, Miss., nearly 
due west to Birmingham, Ala., about 250 miles. 

New Orleans, Baton Rouge & Vicksburg. 

By the amended charter of this company the line will begin 
in New Orleane, instead of on the New Orleans, Jackson & 
Great Nurthern, 60 miles north of the city. The company is 
authorized to issue first-mortgage bonds to the amount of 
$30,000 per mile, and the State of Louisiana is released from its 
promise to indorse the eecond-mortgage bonds to the amount 
of $12,500 per mile. Surveys have been commenced on the line 


from Shreveport to Aloxandria, La., und-r charge of Assistant 
Engineer G. M. Walker. 


Puebla & Matamoros Izucar. 

The Two Republics, published in the City of Mexico, says 
that surveys are being made fora railroad from Puebla (Mex- 
ico) to Matamoros Izucar, through a rich agricultural country. 
Mackinaw & Marquette. 

Mr. James F. Joy has made an argument before the Michigan 
Legislature in favor of granting certain lands in its possession 
to aid the construction of a railroad from Mackinaw to the iron 
districts of the Upper Peninsula, near Marquette, urging espe- 
cialiy that such a road would enable Michigan farmers and mer- 
chants to sell supplies to the miueral districts—a large trade 
now almost monopolized by Wisconsin and Illinois, which have 
direct railroad connection. 

A bill has been introduced authorizing the Board of Control 
of State Lands to appropriate not more than ten sections of 
State swamp lands per mile to any company that will build a 
railroad from Mackinaw Straits to Marquette Ww the end of 
1874, such ‘lands to be selected in Mackinaw, Chippewa and 
Schoolcraft counties. 


Manhattan & Northwestern. 


An officer of the company informs us that the road-bed, 
bridging and tieing of this road are yy for twenty miles 
north from Manhattan, Kansas; that the remaining 53 miles 
to a connection with the Burlington & Missouri River Railroad 
in Nebraska is mostiy under contract to be finished during next 
summer, and that tracklaying will commence shortly. The 
officers of the company are: N. A. Adams, President; E. B. 
Purcell, Treasurer; L. R. Elliott, Secretary; Fred. K. Lord, 
Chief Engineer. 


Hudson & Delaware. 


A charter for a company of this name, which has just passed 
the lower house of the New Jersey Legislature, is very similar 
to the New York & Philadelphia charter which recently passed 
the lower House, but failed in the Senate. The route laid dawn 
is nearly the same. and most of the corporators named are the 
same. It is said that its prospects of passing the Senate are 
fair, as the change of only one vote is required, and public 
opinion is now so strong in favor of the National Railway pro- 
ject, which this bill, like the former one, is intended to legal- 
ize, that it is believed several Senators who opposed the 
bill will vote for this. 


Ridgefield Park. 


Work on this branch of the Midland, from New Durham, N. 
J., north to the New York line, is progressing well, and it is 
expected that it will be opened early in the summer. It is 
about 12 miles long. 


New Haven & Northampton. 


A branch line is proposed from Granby, Conn., 47 miles north 
of New Haven, northeast to Springfield, a distance of 15 miles. 
This branch, with the main line, would form a competing line 
between Springfield and New Haven, just the same length (62 
mules) as that of the New York, New Haven & Hartford. It is 
understood that the company has offered to construc: the eight 
miles from Granby to the Connecticut State line, if Springfield 
will build the remaining seven miles. 


Accomac & Northampton. 

Steps are being taken to organize a company to continue the 
Delaware system of roads south to Cherrystone, Va., near the 
extreme southern point of the peninsula which forms the east- 
ern shore of Chesapeake Bay. It ie not yet decided whether 
the new line shali be an extension of the Worcester Railroad, 
from Snow Hill, Md., or of the Worcester & Somerset road, 
from Newtown. The latter route would be the most direct con- 
nection with the Delaware road, though the distance from 
Cherrystone to Newtown is about the same as that from Cherry- 
stone to Snow Hill. 


People’s Narrow Gauge. 

The route proposed for this railroad is from Davenport ina 
eneral Gtxthacoteriy direction through Tipton to Iowa Falls, 
owa, about 170 miles. It is intended that the road shall be 

constructed almost wholly from stock subscriptions, to bo mado 
by the farmers and others along the line. The chief objection 
to the route of the road is that it is through a country already 
better supplied with railroads than with traffic. 


Qanada Southern. 


This company has applied to the New York Stock Exchange 
to have its first mortgage bonds put on the regular call, and 
has made the following official statement : ore fs 

Organized under charter from the Province of Ontario, Do- 
minion of Canada. ( 

Length of main line, from Fort Erie (opposite Buffalo) to 
Amherstburgh on the Detroit River, all of which is laid with 
steel rails 60 pounds to the yard, 229 miles ; lengthof St. Clair 
Brauch, from St. Thomas (on the main line) to Mooretown on 
the St. Clair River opposite the town of St. Clair, Mich., 63 
miles; Canada Southern, proper, 292 miles. In addition to the 
above this company owns a controlling interest in the capital 
stock of the Toledo, Canada Southern & Detroit Railway Com- 

any, running from Toledo, Ohio, to Detroit, Mich., 56 miles. 
This company also owns the majority of the cepital stock of the 
Michigan Midland & Canada Southern Railway Company, run- 
ning from St. Clair, Mich., west to Ridgeway, 14 miles. Toial, 362 
miles. The maximum gredee on the above 362 miles of road do 
nut exceed 15 feet to oa, pad 8° per rg re the ise is 
straight. This com 28 ease e Erie iagara 

: elon from Wert Erie, opposite Buffal 





vin Niagare Palla, to Niegaza City, at the youth of the Niags 
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River, on Lake Ontario, 82 miles. Total road owned, controlled 
and leased, 394 miles. The whole of the above will be opened 
on the Ist of May for local business, and on the 1st of June for 
through traffic, via Buffalo, Toledo and Detroit. The first and 
only mortgage sinking-fund bonds now issued amount to 
$8,760,000, the authorized amount as per charter of $30,000 per 
mile on 292 miles of road ; princi’ and interest payable in 
gold; dated January 2, 1871 ; due January 1, 1906 ; interest 7 
per cent. per annum, payable January 1 and July 1 each year 
at the Union Trust Company in New York, or at the company’s 
agencies in London or kfort. All the bonds, both regis- 
tered and coupon, are of the denomination of $1,000 each; and 
at the option of the holder the coupon bonds are, at any time 
when the transfer books are open, convertible into registered 
bonds. The coupon bonds originally issued are numbered from 
1 to 8,200 inclusive. The registered bonds from 1 to 560 in- 
clusive. But changes have been made by conversion of coupon 
into registered since. 
¥ —— L. Scott, of Erie, Pa., Kenyon Cox, of New 
ork. 
_ Capital stock authorized (shares $100 each), $10,000,000 ; do. 
issued, $8,000,000; do. unissued, $2,000,000. ; 
Officers—President, William Courtright, No. 13 William 
street, New York; Treasurer, M. H. Taylor, St. Thomas, Cana- 
da ; Secretary, Nicol Kingsmill, Toronto, Canada; Assistant 
Treasurer, Kenyon Cox, No. $1jWall street, New York ; Transfer 
Agents, Kenyon Cox & Co., No. 31 Wall street, New York. 
Directors—M. Courtright, Erie, Pa.; John F. Tracy, Chicago, 
Il.; Sidney Dillon, New York; Wm. A. Thomson, Queenston, 
Canada; Wm. L. Scott, Erie, Pa.; Daniel Drew, New York ; John 
Ge York ; O. 8. Chapman, Canton, Mass.; Benj. F. Ham, 
ew Lorkg. 


Northern Pacific. 


Gen. T. L.'Rosser, the engineer in charge of the work on 
this road, left Fargo for the Missouri River in sleighs, March 15, 
to prepare for the resumption of work on the road, which can be 
completed to the Missouri in a short time, and then can com- 
pete for the Montana traffic by steamers to Fort Benton. 


Boston, Hartford & Erie. 

As to the precise effect of the decislon made by Judge Shep- 
ley, on the 20th of March, the Boston Advertiser says: 

“The position in which matters are left is therefore simply 
this: The bill of the Erie Railway seeking to establish the lien 
as against the Berdell bondholders is still pending. The ques- 
tion whether ornot such a lien exists has not been brought be- 
fore the court, and of course has not been the subject of any 
expression of judicial opinion. This litigation remains to be 
pursued in the future. The bondholders are now free to form 
the new corporation according to the terms of the mortgage, 
and to supersede the trustees in operating the road. This they 
will probably do forthwith. Had the court granted instead of 
denied the moti inj ion, the new company could not 


for an injunct 
have been formed, at least for an indefinite period, and the 
resent func- 


trustees would have continued to exercise their 

tions. This is insubstance the whole meaning and effect of the 
decision. The new company may be formed and may take pos- 
session of the franchise and assets. Meantime, the Erie Rail- 
way may continue to urge its claims set forth in its bill. If it 
shall ultimately establish its lien upon the corporate property, 
it can enforce that lien against the new company as effectually 
asit could have enforced it against the trustees, as effectually 
against the purchasers of the equity of redemption as against 
the assignees in bankruptcy who now hold that equity.” 
Mexican Railroads. 

From the Trait d Union of the City of Mexico, dated March 
1, we translate the following : 

“The pew ae ape is the order of the day, but nothing 
has yet transpired with regard to it. The executive power is 
occupied with it, and very probably will submit propositions to 
th» next Congress. The Plumb project gains ground every 
day, and the Rosecrans project seems to out of the ques- 

ion. 

‘“‘The Government and the Vera Cruz & Mexico Company are 
negotiating in order tocome to a definite understanding with 
regard to the establishment of tariffs. As yet, we believe, 
nothing has been decided, but a satisfactory arrangement can- 
not be long in appearing. The Vera Cruz steam rai com- 
awed has acquired the Zangronis line ( worked by animal power) 

etween Vera Cruz and Jalapa. The Government has refused 
to agree to this contract, objecting to the form ratber than 
matter of the contract; but this difficulty will be readily ad- 
justed, and the result will accrue to the profit of the country. 

‘* Finally, there is serious question of the construction of a 
railroad between Puebla and Matamoros Izucar. This project, 
doubtless, involves great obstacles to its realization; but it is 
to be hoped that they will be surmounted.” 


Proposed Freight Law in Illinois. 

On the 17th of March, Mr. Hildrup, Chairman of the House 
Committee on Railroads in the Illinois Legislature, introduced 
a bill on the subject of railroad freight charges, the provisions 
of which are reported as follows : 

“The Railroad and Warehouse Commission are authorized 
to examine the schedule of the respective railroads at any time, 
and whenever they shall find certain rates to be unreasonable, 
they shall so notify such corporation, and require it to modify 
such unreasonable rates, and the same shall be modified within 
twenty days, in which case the modified rates shall receive the 
written approval of said Commission. If any railroad corpora- 
tion shall not modify said unapproved rates within twenty days, 
the Commission shall apply to any Circuit Court in any county 
through which such road runs, for an order to show cause why 
such unapproved rates should not be reduced. A hearing shail 
be had before the Court upon petition, in the name of the peo- 
ple, at the relation of the Commission. Pleading in the cause 
shall conform as near as may be to pleading in equity. The 
cause shall have the preference to all other business, and shall 
be tried bya jury. The verdict of the jury shall be conclusive 
that such unapproved rates are unreasonable. The cause 
may be appealed by either party within thirty days. The de- 
cree shall embody said unreasonable rates, and they shall be 
observed by the corporation for one year from date of decree. 
a prescribes the freight rates by schedule for the entire 
road. 

** If the corporation refuses or neglects to abide by the sched- 
ule, the Court may issue attachment for contempt and impose a 
fine of not less than $100 for each offense. The party who has 
paid any rate adjudged unreasonable may recover back three- 
fold the amount paid and an attorney fee of $50. 

‘* The printed reports of the Commission shall be 
evidence of the statements therein contained.” 


Northern Central. 

The injunction against the proposed lease of this road to the 
Pennsylvania Railroad Company, granted in Baltimore, was 
granted on the application of Mr. John Hulme, of Baltimore, a 
large stockholder. His petition alleges, among other matters, 
that the business of the Northern Central was intentionally 
conducted by-its officers and agents with the purpose to divert 
the revenues which ought to be enjoyed and received by the 
stockholders, to the béeuefit and advantage of said officers and 
agents and their confederates, and also to deceive the stock- 
holders by two means chiefly, because the revenues of the com- 
pany from coal transportation have not increased and are not 
what they should be, and because the officers of the company 
have combined with sundry coal companies, in which some of 
the officers of the Pennsylvania Railroad Company and some of 
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LOCOMOTIVE RETURNS, NOVEMBER, 1872. 
Master Mechanics of all American railroads are invited to send us their month! y reports for this table. 
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* Switching Engines allowed six miles per hour. 


t 1.04 lbs. sand used per mile run. 








terested, so to give to said coal companies advantages in the car- 
riage of their coal to market which are not possessed by other 
coal companies and carriers of coal. Also that the revenues of 
the Northern Central Railway Company have been and are now 
being fraudulently diverted from the stockholders by certain 
arrangements with certain lines of oe generally 
known as fast freight lines, particularly the “ Empire Line,” 
whereby the largest part of the freight other than coal is car- 
ried over said road by said Empire Line, the railroad company 
receives very little compensation for the use of its road, and 
the profits which ought to go to the stockholders -sre paid to 
the Em ire Line. That the President and directors, availing 
themselves of the false and deceptive impression thus fraudu- 
lently produced upon the minds of the stockholders as to the 
value of their stock, and the capacity of the road to earn divi- 
dends, propose to lease said railroad to the Pennsylvania Rail- 
road Company upon terms, all of which are not known, but one 
of which is, that the said proposed lessee shall take all the 
property of the Northern Central Railway Company, and guar- | 
antee to the stockholders thereot a dividend on their stock of 6 | 
per cent. perannum. That the proposed lease is not author- 
ized by law, and that the said Northern Cential Railway Com- 
pany has no power to make, nor the Pennsylvania Railroad 
Company to accept, such a lease—so far, at least, as the prop- 
erty of said former company is within the jurisdiction of the 
State of Maryland. 


Oregon & Oalifornia. 

German papers reported that this company is likely to fail 
to pay the April coupons on its bonds, anda mecting of the 
bondholders was to be held at Frankfort-on-the-Main on the 5th 
to organize for the protection of their interest. Before the 
meeting was held a telegram was received from Ben Holladay, 
the President, in which he declared himself ready to provide 
for the payment of the coupons personally, should the earn- 
ings be insufficient. 


Detroit & Bay City. 

The last rail on this road was laid March 17, completing the 
line from Detroit to Bay City. The road is a little over 100 
miles long. The distance between the two cities by way of the 
ee & Milwaukee and Flint & Pere Marquette roads is 111 
miles. 


Oentral Pacific. 

This company is constructing 20 locomotives in its own shops 
at Sacramento. 

On the 10th inst. there was a meeting of the employees in the 
Sacramento shops which was addressed by Governor Stanford, 
the Presiflent, and Mark Hopkins, the Treasurer of the com- 
pany, with reference to the candidates for election to a certain 
city office in which the company is somewhat interested. 


New Jersey General Railroad Law. 

The following is an abstract of the general railroad law as 
passed by the New Jersey Senate : 

** Any number of persons, not less than 13, may form a com- 
pany for the purpose of constructing, maintaining and operat- 
ing @ railroad for public use in the conveyance of persons and 
property, or for the purpose of maintaining and of operating 
any incorporated railroad already constructed for the like public 
use, the capital stock to be not less than $10,000 for each mile 
constructed. ‘The articles of association cannot be filed with 
the Secretary of State until at least $2,000 of stock for every 
mile of road proposed is subscribed, and 10 per cent. of that 
amount paid in cash, and an affidavit of at least five directors 
is made to that effect. When incorporated the company shall 
be possessed of all the powers granted by the act of February 

















the officers of the Northern Central Railway Company are in- 








1846, and the ——— thereto so far as —— as wel 
as the powers and privileges specifically given by this act, No 





one can become a director unless a stockholder in his own 
right, and qualified to vote for directors. 

‘*The stock of companies formed under this act shall be 
deemed Eg og property, transferable only after all previous 
calis shall have been fully paid thereon. lt is made unlawful 
for such companies to use their funds for the purchase of their 
own stock or stock in any other corporation. j Provision is made 
for the location of routes and the settlement of damages for 
lands and materials deemed necessary for the roads ; also for 
the payment of officials, servants and laborers, and the liabili- 
ties of stockholders and companies to creditors. Unless in the 
case of slopes, of cuts and embankments, no railroad is to be 
more than 100 feet in width ; but as many tracks and rails may 
be laid as are considered necessary. Provisions are made for 
the proper repair of roads and their equipment, and also in 
regard to rates of fare and freight. 

‘* Passenger rates are not to exceed 3 cents a mile for each 
person, and no charge is required to be in the aggregate less 
than 10 cents; the charges for the transportation of all de- 
ecriptions of property are fixed at not more than 6 cents a ton 
for each mile, and no sum shall be charged or received for 
freight between way stations, a terminal and a way station, 
greater than is charged and received for the same between the 
terminal stations of such roads. 

‘** Wherever a depot is necessary, the company is allowed to 
hold real estate not exceeding five acres, which, with the im- 
provements, as well as all property not in immediate use by the 
company, shall be subject to the same tax as the property of 
ndividuals, any law or custom or usage to the contrary not- 
withstanding. The —_ for any company to lease any part or 
the whole of its road, or unite with other companies, or do 
both, is granted ; and after such lease or consolidation the 
other company or companies may use and operate such road 
and their own roads, or all or any of them, according to the 
provisions and restrictions of its own charter, or under this 
act, and may contract with other companies or individuals to 
operate either road, both, or parts of either, or both roads. 

** As soon as any railroad is completed, the President is to 
file, under oath, a statement of the cost Of such road, including 
equipment, appendages, and all -expenses, in the office of the 
Comptroller of the State ; and annually thereafter, on the first 
Monday in January, he is to make « similar statement. A tax 
of one-half of one per sent. on the cost, —— and ap- 
ae of the road is to be paid annually, on the first Monday 

n January, to the State Treasurer, and such other taxes as may 
be assessed from time to time by a generallaw. Money for the 
construction of such road may be borrowed on bonds, which 
shall constitute a first lien on the road, &c. 

“The Legislature reserves the right to reduce or alter the 
rates of freight, fare or other profits on such railroads, but not 
so much as to prevent a profit of 10 per cent. on capital ex- 
pended, without the consent of the road. If the road cannot 
agree with the Postmaster-General on the conditions for 
carrying the mails, the Governor may appoint three commis- 
sioners, who shall determine the terms, &c., at a price not less 
for carrying the mails in the regular passenger trains than 
would be received for freight in merchandise trains, and a 
fair compensation for the postal car; extra compensation to be 
allowed for extra speed, &c. It is made a misdemeanor to 
place any baggage or freight train in the rear of a 
cars. Any conductor found intoxicated while in charge of & 
train of cars shall be deemed guilty of a misdemeanor. The 
corporate existence of an association is to cease if the con- 
struction of the road is not begun within one year, or the road 
put in operation in four years from the filing of its articles of as- 
sociation. Provisions are made for the infliction of fines and 
penalties for the violation of any of the provisions of the acts 
also for proper safeguards against accidents and loss of hfe. 
All officers of the State are allowed to pass free over such roads, 





when traveling in the discharge of their duties.” 





